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ITH the holding of the election a very curious state of af- 

fairs has ensued in Connecticut bearing on the long fight of 
more than four years’ standing over the creation of a new pub- 
lic utilities commisison. All through the campaign that question 
figured prominently. Candidates were “heckled” about it, a 
State business men’s association pushed the issue and campaign 
orators on the stump dilated much on the theme. Yet in the 
actual election of legislators they were chosen far less on a 
basis of their views on public utilities than for their favor of one 
or the other of two candidates for United States senator. The 
election resulted in the choice of a candidate of one party as 
governor, and a legislature controlled in both branches by the 
other party, which, by what seems, unfortunately, an inexorable 
law of partisanship, will shrink from allowing an opposing ex- 
ecutive to appoint members of a new commission. Then the im- 
portant matter of the form and method of appointment becomes 
a complication at the outset. Finally the railway employees of 
the state, solicitory to protect their increased wages, are appa- 
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rently to join hands with the corporations and start a back fire 
on the measure as representatives of several thousand votes and 
a power at the polls. All this shows, though in somewhat novel 
aspects that intrusion of politics into an economic issue which, 
all over the country, has been so baleful an influence on railway 
commissions and cognate bodies. And, beyond the matter of the 
legal mechanism of the commissions and their powers and func- 
tions under statutes, is the more vital matter of their membership 
as selected by the appointing.power. If Connecticut, after her long 
and distressful experience with a bad _ railway commission, 
emerges next year with a good law and a good commission, it 
will be good fortune in the face of present omens, which in- 
dicate grave doubts on her securing any new commission at all. 
It looks now, indeed, like a repetition of the travesty of last 
year, when, after mighty legislative throes, no new commission 
was born and the old “political” commission stood pat and 
smiled. 


N the first paragraph of our comments on the annual report 

of the Northern Pacific, published in our issue of October 28, 
the figures for total operating revenue were, through an error, 
given in place of the figures for total operating expenses. Total 
operating expenses of the Northern Pacific amounted to 
$45,987,405 in 1910 and to $38,020,005 in 1909. It is proper to 
point out in this connection that notwithstanding the unavoid- 
able increase in operating expenses in 1910, as compared with 
1909, the operating ratio of the Northern Pacific was 61.71 per 
cent., which is a lower operating ratio than any other road west 
of the Mississippi, with the exception of the Union Pacific and 
the Great Northern. The Great Northern had an operating 
ratio of 60.93 per cent. last year, and the Union Pacific, 52.02 
per cent. Stating the same thing in another way, the Northern 
Pacific was able to save more out of each dollar of revenue than 
was any other road in the West, with the exception of the two 
named above. 


HE New York State Public Service Commission, Second dis- 
trict, has ordered the New York Central to change the 
time of passenger train No. 72, an accommodation running from 
Syracuse to Albany in the afternoon. It appears that formerly 
this train left Utica at 5:10 p. m. after a stop of 20 minutes; and 
there was another one which left there two hours later. When 
business fell off because of the competition of a new electric 
road, about four years ago, the later train was taken off, and No. 
72 was held in Utica until six o’clock. This inconvenienced a lot 
of workmen living at Fort Plain and other places east of Utica, 
and it is on their complaint—which appears to have been four 
years in coming to a head—that the commission has told the rail- 
way company that it must either change No. 72 back to its 
earlier hour or else put on another train. In a similar case, on 
the Delaware & Hudson, the commission has ordered the restora- 
tion of a train which ran north to Glens Falls in the morning, 
returning in the evening, a number of commuters complaining 
that the discontinuance of the train, which had been running for 
more than six years, compelled them to leave their families and 
board at the place of their work (Glens Falls). It appeared at 
the hearing that only five “commuters” used this train. What, 
in such cases, can the unhappy passenger traffic manager do? 
Theory and practice are difficult to harmonize. The traffice man- 
ager who tries to give people in country districts as good facilities 
as he provides for suburban territory, where there are fifty or a 
hundred times as many passengers, ought to be commended for 
his friendly attitude toward the people, even if he fails in his 
ambition to promote everybody’s happiness; but “vested right” 
steps in, and the only commendation that he receives is an order 
to continue his experiment forever, whether it pays or not. Quite 
possibly a commission order is in many cases a salutary lesson 
for the passenger agent, for he sometimes forgets tht the rail- 
way and the passenger are not equally well situated to retreat 
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from a bad bargain. The passenger may be obliged to stay for 
the rest of his life in his new situation. In this Utica case, the 
New York Central showed not only that the patronage of train 
No. 72 had fallen off because of the introduction of trolley com- 
petition, but also that there was other business which needed 
accommodation but which would not be reasonably satisfied by 
a train starting before six o’clock. The Delaware & Hudson 
showed that the village of Gansevoort, whence came the com- 
plaint, has a population of about 170, and that the trains had 
been run at a decided loss for a number of years. For the first 
eight months of this year the entire earnings of these trains 
amounted to less than 40 cents a mile, varying from 18 cents to 
39 cents, while the cost of running them was $1.35 a mile. Dur- 
ing ten days of the past summer the maximum number carried 
at any one time was nine; the minimum nil. Possibly, we have 
not got all the facts in this case; but at this distance it looks as 
though the only way to impart respectability to a commission 
order like that here issued would be to establish state ownership, 
and done with it. State ownership makes many absurd things 
seem reasonable—on the surface. With that change accom- 
plished, how simple would be the problem! Put on the trains 
freely and then if the receipts were not satisfactory the legis- 
lature at Albany could make up the lack by a tax on the incomes 
of the denizens of Wall Street. 


MEGALOMANIA. 


[““Megalomania (Pathology). A form of mental alienation in which the 
patient has grandiose delusions.’’] 


R. ROOSEVELT is a very great man. He has been a near 
candidate for the highest title, Our First Citizen, which 
we have to confer in this country. He has enjoyed a greater 
popularity than any one, possibly excepting General Grant, has 
had during his life time. And he seemed to have fairly earned 
that high esteem by his incomparable activities and advocacy of 
the homely virtues. His undertakings to promote hostility be- 
tween wage earners and other earners have been much dis- 
cussed as being developments of his character. This is not 
reasonable; his defections seem rather to indicate a mental 
lesion which needs quite different treatment, and consideration 
of it may be useful now when a sincere effort is being made 
for more frankness and a better understanding between corpora- 
tions and their fellow citizens. 

It is now plain that, as Senator Root predicted, the rebuff at 
the election will simply add intensity to Mr. Roosevelt’s activity 
and probable candidacy two years hence. It is fair to reckon 
with him now as a public man, seriously and kindly. 

We believe there is no question of his sincerity, at least of 
his belief in his own sincerity; of his earlier motive for activity 
in politics, a desire to do good which in the beginning far out- 
shadowed personal ambition; of his belief in his theories; in- 
tegrity of purpose; courage; ability and volubility; and these 
combined with his physical powers have made him the most 
effective stump speaker in the land. In all these respects he is 
quite like Mr. Bryan, but unlike in that Mr. Bryan’s truthful- 
ness, personal integrity and loyalty have never been questioned, 
while Mr. Rocsevelt’s record in these respects is becoming a 
long and painful one, and it is not consistent with his other 
admirable qualities. 

He has urgently solicited and received from many corporations 
large contributions of money for election expenses and large 
expenditures of money and service for personal expenses. A 
few railway and other company instances have been publicly 
and generally mentioned in this connection. The number is 
much larger. The amounts of money so paid have been very 
large. Presidents, or other officers who authorized such pay- 
ments, undoubtedly justified them variously. Free transporta- 
tion and free special trains demanded by the highest officer in 
the land were deemed to be courtesies not to be refused, al- 
though they were contrary to the letter of the law. Contributions 
of great sums, personally solicited for campaign purposes, were 
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wisely made if they helped in the election of an upright, judicial 
and learned reformer, such as Mr. Roosevelt was believed to be 
in comparison with Mr. Bryan. 


The really great reform desired, and well worth paying for, 


was a strict enforcement of existing laws, and in particular those 
against special privileges, the non-enforcement of which left 
railways helpless under competitive conditions. This was the 
hope and promise of the Roosevelt campaigns; for he promised, 
when promoted from the vice-presidency, to enforce the Elkins. 
law and so protect the railways against each other and against 
the irresistible combinations for compelling rebates. There may 
have been contributions, both of transportation and of money, 
made under stress; ignoble acts, if you please to call them so, but 
the conscientious officer knows that fear of unrighteous attack, of 
unjustifiable injury to his stockholders must be taken into ac- 
count; and Mr. Roosevelt’s repeated emphatic proclamations 
that in prosecutions he would make sharp distinctions between 
“good” and “bad” corporations had a sinister meaning, not to be 
lightly disassociated with personal relations and campaign con- 
tributions. The protection of Paul Morton from prosecution in 
the Atchison rebate cases was by many construed to be formal 
notice of Mr. Roosevelt’s policy at that time. 

It makes no difference, for present purposes of consideration, 
whether these acts were inspired by fear or by hope. The rail- 
ways were emerging. Trunk line associations, presidents’ agree- 
ments, rebates and al! forms of secrecy and mystery were com- 
mercial failures. No homilies were needed to show enlightened 
railway officers that, in the increasing intensity of the struggle 
for supremacy by cities and communities classed as trade cen- 
ters, the control of rate making was surely passing away from 
the railways, and that publicity was the only available engine for 
determining where that control should rightly rest. Roosevelt 
and his type seemed distinctly preferable to the less accomplished 
Bryan. 

But now there are two Richmonds in the field; the exponent 
of the Ten Commandments and the discoverer of the fetching 
literary paraphrase of the Golden Rule, “the square deal,” scouts. 
truth, ignores every correction of his misstatements, finds liars 
iu plenty among all who disagree, chills to his warmest friend. 
the President of the United States, and clings only to those 
who, and for only so long as they, worship him and his incon- 
sistencies. 

In the late campaign he repeated and clung to certain spe- 
cific damaging accusations against three candidates. He was 
furnished and there was widely published complete evidence of 
his untruths. He ignored and repeated them, and the people 
elected these three men governors of their respective states. 

His conscience is probably the most satisfactory bureau in 
his highly departmental organization. It is not a water-tight 
compartment, inaccessible except through its conventional chan- 
nel; it pervades and liquifies a stoppage in any other depart- 
ment at a single impulse from the starting valve. It was an 
emollient to the sporting section when the African expedition 
needed to be financed. It made corporation officers and high 
financiers attractive and useful, when needed, and painted them 
black for popular view. It is Napoleonic in quick justification 
of methods for helping the fight, while blinding the sight of 
wounded and dead—the feelings hurt and reputations destroyed 
by recklessness. 

Seven years ago Assistant Postmaster General Tyner was 
accused of complicity in mail frauds. Pending trial, Mr. Roose- 
velt sent to Congress a memorandum condemning him as a 
lawbreaker. On trial Mr. Tyner was proved innocent. At the 
age of 77 years, after nearly 40 years of public service, and on his 
death bed, he wrcte this letter to Mr. Roosevelt: 


“My remaining hours are few, and though my house is in order and 
with clear conscience I await from day to day the irrevocable summons, 
nevertheless I cannot close my eyes without first appealing to. you, Mr. 
President, as my chief accuser, to endeavor, in so far as you can, to right 
the great wrong which you have unwittingly dore me.” 


The prayer was not granted. 
Was the message he sent to the Pope by Bellamy Storer— 
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confirmed by Archbishop Ireland—a manufactured narrative, a 
lie? Among the hundreds of public men he has denounced as 
liars when they quoted his statements and promises, are there 
none who told the truth? Are all the judges, who interpret the 
constitution and the laws in decisions disagreeable, unfaithful 
and incompetent? To confess error, to admit a mistake, to 
exonerate an unjustly accused dying man, require only the 
qualities of courage and honesty. Mr. Roosevelt’s courage is as 
undeniable as is, we believe, his intention to be honest, but his 
malady is serious. 

Medical authorities classify mental derangements under four 
heads: Mania, dementia or fatuity, melancholy and idiocy. 
Mania is characterized by a disorder of one or several of the 
faculties. It is “manifested by extravagant, gay, gloomy or 
furious emotions; the gestures and words seem automatic.” 

Megalomania is defined to be: “A form of mental alienation 
in which the patient has grandiose delusions.” 


THE ELECTION AND THE RAILWAYS. 
HE effect of the recent general election on the railway 
business can hardly fail to be good. The Mann-Elkins act 
passed by the last Congress was very much the most radical 
federal law for the regulation of railways ever passed. The 
republican administration and republican candidates for re-elec- 
tion to Congress pointed to it as one of the achievements of their 
party which entitled it to support at the polls. The argument 
had no perceptible effect unless it was the opposite of that 
intended. The republican candidates went down to defeat almost 
everywhere. Chairman Mann, of the house committee on inter- 
state and foreign commerce, who put his name on the bill, 
managed to pull through, but by a greatly reduced majority. 
Some may say that the people objected to the measure because 
it was not radical enough; but we note that Governor Stubbs, 
of Kansas, who has been particularly strident and active in agitat- 
ing against the railways, was elected by a largely reduced 
majority and ran a good deal behind his ticket; and that in 
Iowa, where anti-railway agitation, fomented mainly by Senator 
Cummins, has been chronic for some years, the number of 
republican congressmen elected was considerably reduced and 
the “insurgent” candidates for state offices were elected by 
heavily reduced majorities. 

One of two constructions must be put on these results. Either 
the people meant positively to condemn the railway legislation 
passed by the republican party, or they took so little interest 
in it that it attracted far less votes than the party’s tariff and 
other policies repelled. As for that very large element which 
is connected with railways and railway supply concerns, there is 
no question but that it did mean to condemn the numerous anti- 
railway measures that have been passed; and, as it has large 
voting power, its attitude probably accounts in a much larger 
measure than most politicians realize for the results in many 
places. On either theory it is evident the politicians greatly 
over-estimated the amount of public sentiment for radical railway 
legislation and that their enthusiasm for it is apt to cool. There- 
fore, there seems ground to hope that there is not much danger 
of further harmful railway legislation during the session of the 
old Congress which begins next month. 

A second point favorable to the railway industry is that the 
next Congress will consist of a democratic house and a republican 
senate. With a national election only two years off, both houses 
of the new Congress are pretty sure to devote most of their time 
to playing the great American game of politics. The democrats 
won the recent election mainly because the people were discon- 
tented with the Taft administration and disgusted with the 
Payne-Aldrich tariff law. Political strategy naturally will, there- 
fore, suggest to the democrats the expediency of passing an 
extreme tariff measure which they know the republican senate 
will not accept and for which they will get the credit and for 
the rejection of which the republican senate will get the blame, 
and of doing all they can to harass and embarrass the republican 
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administration. This holds out to the railways the alluring 
prospect of being given a two-years’ rest from having to oppose, 
discuss, and adapt themselves to, new forms of federal regulation, 

In the good old days when Mr. Bryan led the democratic 
party, railway men thought that they were most apt to get a 
square deal from the republican party, but after Mr. Roosevelt’s 
star became ascendant in the republican party, that party showed 
itself so far superior to the democratic in devising means of 
harassing the railways that most railway men, as such, now 
politically speaking, “play no favorites.” They have learned that 
the railways have no friends in either political party except while 
they are freely distributing passes and contributing large sums 
to campaign funds, and that those, like Mr. Roosevelt, who are 
the largest beneficiaries of these contributions are apt, when they 
think they can gain‘anything by it, to turn into their most 
censorious critics and most reckless and ruthless assailants. So, 
as far as railway merf are concerned, it is not a case of “loving 
either were t’other dear charmer away.” With them it is a case 
of trying to decide which party is,apt to bedevil them the least. 
As for some years they have received nothing but injury from 
either, they are apt to pronounce a “plague on both your houses,” 
and instead of going to the political parties for protection, go to 
the people for it. That is where they should have gone long ago 
and where they ought always to go in future. And if, meantime, 
those connected with railways and railway supply concerns 
continue, regardless of party, to “lay for” the politicians who 
attack the railways it will be a matter of only a short time until 
the roads will be able to get a “square deal.” 

The result of the election is apt to hearten the railways to some 
extent and in some measure to increase their expenditures for 
improvements and extensions. But the railway industry was not 
waiting on the election. It was and still is waiting on the 
decisions of the Interstate Commerce Commission in the cases 
involving advances in freight rates. On the whole, proper 
legislation for revision of the tariff would benefit the railways, 
because the existing tariff laws tend to increase the cost of almost 
everything that they buy. There is no certainty, however, that 
anything will be done that will tend to reduce their expenses, 
and, therefore, before they begin to increase largely their expendi- 
tures they want to know what increases they are going to have 
in their earnings. 


CHICAGO, MILWAUKEE & ST. PAUL. 

5 ee Chicago, Milwaukee & St. Paul Railway Company has 

issued its own securities, on account of the cost of building 
its Pacific coast extension, to the total amount of $127,000,000. 
Of this amount $99,000,000 was common stock of the St. Paul, 
on which the company is paying 7 per cent. dividends. The re- 
maining $28,000,000 was 4 per cent. bonds. The total yearly 
interest requirements, therefore, on these securities amounts to 
$8,051,736, or at the rate of $670,978 per month. The Chicago, 
Milwaukee & Puget Sound, the subsidiary operating the Pacific 
coast extension, has issued its own securities to the St. Paul in 
payment for advances for construction. During the 11 months 
ended June 30, 1910, the Chicago, Milwaukee & Puget Sound 
earned net operating income at the rate of $477,771 per month. 
The annual report of the Puget Sound shows that actually the 
Puget Sound company paid the St. Paul only at the rate of 4 
per cent. on $100,000,000 for the use of money that the St. 
Paul had put into the extension. The $28,000,000 St. Paul 
bonds were not outstanding during the entire fiscal year, but if 
the extension is to carry itself in the present year it will have 
to earn $671,000 per month, after paying operating expenses and 
taxes, which is something over $190,000 per month more than it 
earned in 1910. 

The Pacific coast extension runs through a territory in places 
very thinly settled; but it is a territory capable of great future 
development. The operating and traffic statistics of the Puget 
Sound clearly reflect the character of the territory through 
which the road runs. For instance, the average haul of each 
ton of revenue freight was 596 miles. This is probably one of 
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the longest average hauls of any road in the country. The St. 
Paul’s own average haul for revenue freight was 174 miles; and 
the Canadian Pacific, which has some points of resemblance to 
the Pacific coast extension, had an average haul of 378 miles. 
The Puget Sound carried 1,500,000 tons of freight in the 11 
months ended June 30, and of this 29.76 per cent. was products 
of lumber and 21.44 per cent. was manufactures. Products of 
mines furnished only 16.41 per cent. of the total tonnage. As 
might be expected from the large percentage of manufactures, 
the company received 1.046 cents, a fairly high average revenue 
per ton per mile. The St. Paul’s own statement of commodities 
carried shows some changes, due, apparently, to the business 
turned over to the St. Paul by its subsidiary. Of the total 
30,699,000 tons carried in 1910, 6,056,000 tons, or 19.73 per cent., 
was furnished by manufactures. This compares with a total 
tonnage of 27,500,000 tons in 1909, of which manufactures fur- 
nished 4,899,000 tons, or 17.81 per cent., of the total tonnage. 
The tonnage of lumber, however, did not show the increase that 
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of this review show the results of operation of the St. Paul 
and of the Puget Sound in 1910. 

The balance sheet of the St. Paul is not in the form pre- 
scribed by the Interstate Commerce Commission, but is prepared 
in the same manner as previous balance sheets. It shows bonds 
and stocks of other companies owned at a book value of $146,- 
950,000, comparing with $105,470,000 bonds and stocks of other 
companies held on June 30, 1909. Cash on hand totaled $5,500,000 
in 1910, as against $1,900,000 in 1909. There is, however, 
$4,000,000 bills payable on the 1910 balance sheet, with no bills 
payable in 1909. 

The Puget Sound’s balance sheet shows that it has $100,000,000 
capital stock, of which the St. Paul owns all but directors’ 
shares; and a funded debt of $123,000,000, all of the securities 
representing this debt having been issued to the St. Paul; and 
these securities presumably bear interest at 4 per cent. As 
liabilities in addition to its capital stock and funded debt, the 
Puget Sound owes the St. Paul $15,900,000. The railway, prop- 





c* bngland ¢ 











“"N\o RT H 


AlK ©. TSA 
Dalk 2% 

















might have been expected. In 1910 3,850,000 tons of forest prod- 
ucts were carried, which is 12.55 per cent. of the total tonnage; 
while in 1909 3,710,000 tons of products of forests were carried, 
which is 13.50 per cent. of the total 1909 tonnage. The St. Paul 
received an average revenue per ton per mile of 8,341 mills in 
1910 and 8.382 mills in 1909. 

Total freight earnings of the Puget Sound for the 11 months 
amounted to $9,600,000. This is 89 per cent. of total operating 
revenues, passenger earnings not yet having reached a normal 
proportion. The total freight revenue of the St. Paul amounted 
to $44,900,000 in 1910, which is 69 per cent. of total operating 
revenue; in 1909 the freight revenue was $42,300,000, or 71 per 
cent. of total operating revenue. Total operating revenue in 
1910 was $64,800,000; in 1909, $59,900,000. 

Operating expenses of the St. Paul in 1910 amounted to 
$44,800,000, an increase of $6,100,000 over 1909. The greater 
part of the increase in operating expenses came in the cost of 
conducting transportation. Transportation expenses last year 
amounted to $26,300,000, an increase of $4,600,000 over 1909. 
Maintenance of way cost $8,500,000 in 1910, an increase of 
$1,200,000 over the previous year; and maintenance of equip- 
ment cost $7,700,000, an increase of $450,000. The following 
table shows the unit costs of maintenance: 


1910 1909 

*Maintenance of way and structures, per mile........... $912 $785 
ee Oe CORE 5 cn es once Seb eN wks ous wad ene o> 2,361 2,006 
CAS ce ECE ab bineh abe eae wie 549 489 

8 ye os ee ee re 64 68 





*Per mile of first, second, third, etc., track, the cost of two miles of 
siding and switch tracks being taken as equal to the cost of maintenance 
of one mile of main track. 

*This is for repairs only and does not include renewals, depreciation or 
superintendence charges. 


The St. Paul ordered a considerable quantity of passenger 
equipment last year, but it was not delivered before June 30. 

The Puget Sound’s operating expenses last year totaled 
$5,300,000; transportation expenses amounting to $3,500,000. 
Naturally, maintenance of way was comparatively inexpensive, 
since most of the sums spent on roadbed, station buildings, etc., 
were chargeable to construction costs. The sum spent in the 11 
months for maintenance of way and structures was $460,000; 
maintenance of equipment cost $890,000. The tables at the end 
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Chicago, Milwaukee & St. Paul and Pacific Coast Extension. 
The lines from St. Paul to Duluth and from Plumer to Spokane are owned 
by the Northern Pacific. 
erty and franchises of the Puget Sound are carried at a book 
value of $236,300,000. The company had $1,500,000 cash on hand 

on June 30, 1910. 
The following table shows the results of operation of the St. 
Paul in 1910, compared with 1909: 


1910. 1°09. 
Average mileage operated.............e000- 7,512 7,512 
RAITIE PPUERIIER wicio. bcs eGinw oneinwsree oes 'n $44,909,137 $42,241,651 
RRO ORT OUIUE < cats ssuiaso neck san yea 14,786,744 12,774,852 
Titel GOPCRTIN STEVENS occ 5650550 ses es 64,846,894 59,897,463 
Maint. of way and structures........... 8,472,825 7,288,603 
BERNE NE ADMIRE. 5 5.6509 6 5 34's 5000 7,724,569 7,270,774 
pe ee ere te meer eer ie 1,122,711 1,334,006 
DURIENEON nica ap naan dos cen ssisee ore 26,347,283 21,764,471 
Total operating expenses .............2..00. 44,790,997 38,731,239 
Co Ee Os ee eee eee ree 2,529,373 2,428,676 
SOAR RENN ons wank s Sob sews ess ss os a mo 17,734,144 18,737,549 
1SEOGE OOLNOTALE TOCOINE § oss <s0esaessxncwiaes 25,493,587 18,967,918 
NG CTOTRE AROOING asics one csccsscsusenense 18,681,784 13,112,200 
UT SRS a he eee ie 16,231,453 11,802,296 
NIE Wat cork he ee sae sey Ss.s aise Sikes SS 5m Ore 2,450,331 1,309,904 


The following table shows the results of operation of the 
Puget Sound for the 11 months ended June 30, 1910: 


Average mileage operated ..........ccccccccccvecs 1,434 
RTE SUMWDEIE. cis hsv w/o vo win ws as Guise oleate $9,582,570 
PERU OE OU RMIIAE 55 Gsi5 iy awn. 4 93 5016 9s Sie OSs 995,422 

Titel -eORANIhe TOVOIE oq. 6 5 sais 6. 0.0i6:0:4.0 010.50 5:54 6000 10,765,704 
Maint. of way and structures... ...6s0cssesss 459,048 
ee eS POEL Er oo rr 889,727 
To RE es aS Se Se rere rrr rs 314,777 
OO ree tir rere Pee oor 3,488,837 

TORRL WOPTRIEOE CEDENGES oo 00 5:5000sn0s seen sso ews 5,274,860 

BREE Coe Chk coc keyhGhie ba wakes bs SES cokes Sa NaS 235,361 

SPORTAGE RMON. os week ews one 4 00S se ue 6050 > 5,255,483 

SEE OEEE COONS o.5.0'n cw nd sec he's eo ea'aws 5,943,950 

PCE WOTOTREe ENOUINE, w5.6 eis scccsevesesceuwassecs 2,196,206 
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COLORADO & SOUTHERN. 
HE Colorado & Southern performs two important services 
for the Burlington and, by the same token, for the state of 
Colorado. It brings Denver, the southwestern terminus of the 
Burlington, as near to tidewater as is Chicago. It taps the great 
mineral wealth of Colorado with a network of branches or com- 
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equipment cost last year $289,350, as against $155,689 in 1909. 
During the year the company ordered 22 locomotives and 1,259 
freight train cars, and is building in its shops at Denver 240 
freight train cars. This equipment has been coming in since 
June, and contracts call for the delivery of all of it before 
December. 

Last year the company earned gross $16,800,000, an increase 
of $1,700,000 over 1909. Operating expenses last year amounted 
to $10,860,000, an increase of $640,000 over the year before. The 
operating ratio was therefore 64.75 in 1910 and 67.81 in 1909. 
Comparatively few roads have been able to show a decreased 
operating ratio in 1910. On the other hand, the increase in 
operating expenses came almost entirely from increased cost of 
transportation. This expense amounted to $5,380,000 in 1910, 
consuming 32 per cent. of gross revenues. This is an increase 
of $567,000 over 1909 transportation expenses, and in that year 
transportation expenses amounted to but 31.91 per cent. of 
gross. Maintenance of way last year cost $2,190,000, an increase 
of $26,000; and maintenance of equipment cost $2,520,000, an 
increase of $73,000. After the payment of taxes and rentals the 
company available for interest and dividends in 1910 
$5,600.00". yainst $4,900,000 in 1909. 

Four per ceat. dividends were paid on the first and second 
preferred stock and 2 per cent. on the common. The payment 
of but 2 per cent. on the common stock marks a conservative 
policy of establishing a thoroughly strong profit and loss credit 
before the Burlington is ready to seek a more adequate return 
on its investment. Last year there was a surplus of $1,650,000 
credited to profit and loss, and the company could have paid 4 
per cent. dividends on its common stock and still have had a 
larger credit to profit and loss than the surplus of $899,000 
credited in 1909. 

The balance sheet also “shows the company in a stronger posi- 
tion at the end of last year than it was at the beginning. Cur- 
rent assets totaled $2,500,000, of which $1,670,000 was cash, in 
1910; and $1,750,000, of which $560,000 was cash, in 1909. Cur- 














Colorado & Southern System. 


paratively short lines, giving an outlet to this mineral and coal 
and giving the Burlington an important feeder. The Chicago, 
Burlington & Quincy bought, early in 1909, a controlling interest 
in the Colorado & Southern. The growth of the Colorado & 
Southern since it was lopped off the Union Pacific has been noth- 
ing short of wonderful. When the road was in the hands of a 
receiver 17 years ago it was in as bad physical condition as the 
worst of the Denver & Rio Grande’s lines. It had no outlet of 
its own for traffic, and it operated in a country that fairly bristled 
with railway impossibilities. Under independent management 
the lines from Colorado were extended by purchase or construc- 
tion until the road reached Houston, on the Gulf. In the mean- 
time the natural wealth of Colorado gave the company the in- 
centive, and the management had the foresight and perseverance 
to put its mountain lines into excellent shape. 

In 1910 the Colorado & Southern system operated 1,673 miles 
of standard gage road and 389 miles of narrow gage, all of the 
narrow gage line being in Colorado. The road is a far larger 
carrier of low grade commodities, especially coal and ores, than 
is generally realized. The lines in Colorado are the heavy car- 
riers of coal and ores. The !ong main line extending down into 
Texas is mainly dependent on through traffic between Colorado 
and the Gulf and on agricultural products. In 1910 the crops 
were not particularly good through most of the territory served 
by the Colorado & Southern, and there are indications in the 
annual report that the company needed additional facilities for 
handling the low grade traffic offered. For instance, hire of 
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rent liabilities at the end of last year were $2,475,000, with no 
bills payable; and in 1909 current liabilities totaled $2,244,000, 
with an additional $100,000 bills payable. 

A highly interesting feature of the Colorado & Southern’s, re- 
port is the distinction made between traffic statistics for narrow 
gage lines and for standard gage. The total number of revenue 
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tons carried one mile was 1,249,000,000 last year and 994,000,000 
the year before. Of this ton mileage 1,380,000,000 was carried 
over standard gage road last year and 39,600,000 over narrow 
gage. 

The proportion of increase in ton mileage was consider- 
ably greater on the narrow gage lines than on the standard gage. 
The freight density on the standard gage lines in 1910 was 
745,453 tons one mile per mile of road, and on the narrow gage 
lines, 74,045 tons. The average haul per ton for all lines was 
149 miles in 1910. The average haul per ton for all lines was 
138 miles in 1909. 

The train loading, both on the standard gage line and narrow 
gage, showed a notable increase over 1909. On the standard 
gage jiine the average train load in 1910 was 325 tons, and in 
1909, 287 tons. On the narrow gage line the train load was 93 
tons in 1910 and 89 tons in 1909. Some indication of the cost 
of operating the mountain lines is shown by the fact that the 
average number of locomotives per train on the narrow gage 
lines was 2.23 last year, and the average number of cars per 
freight train was 12.51. The average revenue per ton per mile 
on the system was 9.64 mills in 1910 and 10.67 mills in 1909. 

The Colorado & Southern makes a comprehensive classifica- 
tion of its commodities, showing both the number of tons of 
each class of commodities allocated as between traffic delivered 
by connections and traffic originating on home lines and the 
number of dollars earned from the carriage of each class of 
commodities. In 1910, 5,350,000 tons out of a total tonnage of 
8,360,000 tons was products of mines. This compares with 
4,350,000 tons of products of mines carried in 1909. The revenue 
from this low grade traffic totaled $5,650,000, or 47 per cent. of 
total freight revenues in 1910; and $4,587,000, or 43.27 per cent. 
of total freight revenues in 1909. Products of agriculture are 
more important, both from the point of view of tonnage and of 
revenues, than are manufacturers. Last year 995,000 tons of agri- 
cultiiral products were carried, earning $1,960,000 revenue. The 
is 16.23 per cent. of total freight revenues. In 1909 only a slightly 
less tonnage, and correspondingly less revenue, was furnished by 
agricultural products. Manufactures in 1910 furnished 709,500 
tons of freight and $1,080,000 of revenue. This is 8.98 per cent. 
of total revenues. In 1909 the tonnage of manufactures was 
631,000 and the revenues from the carriage of this tonnage was 
$987,000. 

The acquisition of the Colorado & Southern by the Burlington 
gives the Burlington a line from Billings, Mont., where it con- 
nects with the Great Northern and the Northern Pacific, to Hous- 
ton, Tex., on the Gulf of Mexico. The value of this north and 
south line to the Burlington is not easy to estimate. The value 
of the Colorado & Southern as a feeder to the Burlington is un- 
questionably great; and even taking the acquisition of a con- 
troling interest in the Colorado & Southern as purely an ‘invest- 
ment of funds, it would appear from the showing made in 
1910, taken in connection with the past record of the Colorado 
& Southern, that the investment was a thoroughly sound 
one. 

The following table shows the principal figures for the opera- 
tions of the Colorado & Southern system in 1910, compared 
with 1909: 


1910. 1909. 
Average mileage operated........ 2,042 1,980 
Preteht TEVERWC 22 20sssenccse $12,040,828 $10,600,743 
Passenger revenue .........-.. 3,918,093 3,756,695 
Total operating revenue......... 16,777,981 15,080,412 
Maint. of way and structures 2,188,645 2,162,560 
Maintenance of equipment.... 2,521,273 2,447,906 
i Cee ar eee tet eee 247,271 277,664 
DORMROOTENIOR. kids dec csscaces 5,378,794 4,811,851 
Total operating expenses........ 10,863,455 10,225,688 
NN ee a oe Pee eben ee 477,870 393,907 
Operating income ............-- 5,414,333 4,453,683 
Gross corporate income.......... 5,651,700 4,920,385 
Net corporate income........... 2,951,633 2,198,859 
TE ccsthebassisesuseeses 1,300,000 1,300,000 
DE chek ca pba wuaeeeeteene sche 1,651,633 898,859 
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HOCKING VALLEY. 


* is probable that the Hocking Valley was worked just about 

to its full capacity during the greater part of the fiscal year 
ended June 30, 1910. This was primarily due to the conditions 
in the soft coal market, and possibly also in part to the change 
in control of the Hocking Valley. Previous to March 10 control 
of the common stock had been held jointly by five companies— 
the Pittsburgh, Cincinnati, Chicago & St. Louis owning a two- 
sixths interest-in the controlling stock ; the Lake Shore & Michigan 
Southern, one-sixth; the Baltimore & Ohio, one-sixth; the Erie, 
one-sixth, and the Chesapeake & Ohio, one-sixth. There had 
been an attempt to form a Hocking Valley system, the plan being 
to vest control of the Kanawha & Michigan, the Toledo & Ohio 
Central and some other roads with the Hocking Valley. The 
Ohio courts, however, had enjoined the enactment of this plan, 
which, among other things, called for the deposit of the $15,000,- 
000 preferred stock of the Hocking Valley with a syndicate. 


The Chesapeake & Ohio, desiring an outlet to the Lakes, 
found in the tangled situation in Ohio an opportunity to buy 
$6,347,800 common stock of the Hocking Valley, which, together 
with the stock already held, gave it $7,501,000 out of the total 
$11,000,000 common stock. The C. & O. also bought a half 
interest in Kanawha & Michigan. The Lake Shore & Michigan 
Southern bought from the Hocking Valley a half interest in the 
Kanawha & Michigan and control of the Toledo & Ohio Central. 
This gave the Lake Shore a line of its own from the Ohio river 
to Toledo, and also gave the Chesapeake & Ohio a line from the 
Ohio river to Toledo, the Lake Shore and the C. & O. owning 
the Kanawha & Michigan jointly. In this arrangement the 
C. & O. got somewhat the better line. 


The Hocking Valley is an important north and south coal 
road. It operates but 350 miles of line, carrying, however, in 
1910 11,200,000 tons of freight, of which 68 per cent. was bitum- 
inous coal. The road is single track, with the exception of about 
41 miles, but is in excellent condition. Two hundred and thirty 
miles of the main line is laid with 80 and 90-lb. rail, and 87 miles 
is ballasted with stone and 167 miles with slag and cinders. 
The limiting factors in the capacity of the road are its coal 
handling facilities at Toledo and the lack of double track. 


The number of tons carried one mile totaled 1,405,000,000 in 
1910. This is an increase over 1910 of 408,000,000 ton-miles, or 
41 per cent. This is a large ton mileage for a road 350 miles 
long; and the freight density, which was 4,000,000 tons in 1910, 
is very great for a road largely single track. By way of com- 
parison, in the 1910 annual report of B. A. Worthington, receiver 
of the Wheeling & Lake Erie, Mr. Worthington says: “While 
traffic density for the main line and branches [of the Wheeling 
& Lake Erie] * * * * is shown as 2,500,000 tons, it will be interest- 
ing to note that the traffic density as representing the number 
of tons moved one mile per mile of road per annum on the main 
line between Huron and Pittsburgh Junction averaged 5,200,000 
* * * * For the month of July, 1910, the traffic density between 
Brewster and Pittsburgh Junction was at the rate of 6,400,000 
tons * * * * which is probably the greatest traffic density of any 
single track railway in operation.” It may be noted that the 
average length of haul on the Hocking Valley is long compared 
to its total mileage. In 1910 the average haul was 126 miles, an 
increase of two miles over 1909. The average revenue per ton 
per mile last year was 4.58 mills, a decrease of 0.27 mills, or 5.5 
per cent. 

The coal traffic moves almost exclusively north, so that the 
average number of loaded cars per northbound freight train in 
1910 was 27.3, an increase of 1.3; and the average number of 
empty cars northbound was 3, a decrease of 1.4. The loaded cars 
per freight train southbound averaged 10.2 last year, a decrease 
of 0.5; and the empties southbound remained the same in 1910 as 
in 1909, namely, 22.1. 

By far the greater proportion of earnings came from the 
carriage of freight, 82.6 per cent. of gross earnings last year 
being from freight traffic. Of the total tonnage carried, 48 per 
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cent. originated on the Hocking Valley in 1910 and 52 per cent. 
was received from connections; in 1909, 57 per cent. originated 
cn the road‘and 43 per cent. was received from connections. As 
was mentioned, 68 per cent. of the total tonnage is bituminous 
coal; and products of mines, including bituminous coal, furnished 
80.32 per cent. of the total tonnage. The next most important 
class of commodities is manufactures, which furnished 9.50 per 
cent. of the total tonnage, or 1,068,000 tons, in 1910. This 
compares with 838,000 tons furnished by manufactures in 1909. 

All roads operating through the West Virginia coal fields 
showed large increases in tonnage carried in 1910 as compared 
with 1909; and those with connections to the Lakes showed a 
proportionately greater increase in westbound movement as 
compared with eastbound. This was due in part to the require- 
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Hocking Valley. 


The Knawaha & Michigan is shown by a light line running from Point 
Pleasant to a connection with the C. & O. 


ments of Gary and other manufacturing plants recently 
established in the Middle West, and probably in part to the coal 
miners’ strike in Illinois and some other Middle Western states. 
The Hocking Valley’s earnings, both gross and net, were the 
largest in the history of the road. Last year its total operating 
Tevenues amounted to $7,600,000, an increase over 1909 of $1,700,- 
000, or 28.76 per cent. Operating expenses amounted to $4,650,000, 
an increase of $728,000, or 18.54 per cent., over the previous year. 
After the payment of expenses, taxes and rentals the company 
had available for interest $3,650,000, an increase over the previous 
year of $993,000, or 37.35 per cent. In 1910 the road operated 
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on a 61.5 per cent. basis, as compared with a 66.8 per cent. basis 
in 1909 and a 69.9 per cent. in 1908. In the years previous to 
1908 its operating ratio was lower. 

Transportation expenses last year amounted to $2,150,000, an 
increase of $354,000 over 1909. The total figures for mainte- 
nance are shown in the table at the end of these comments; and 
the following table shows the unit costs of maintenance in 1910 


and 1909: 


1910. 1909. 

*Maintenance of way and structures....... $1,465 $1,275 
Tmepaiss per IOCOMOUVE ces iccdccccecewees 1,889 1,598 
wie o SPORRBAGRRIORE fcc ceases cdeus 538 492 

” OS  SIGMR TORE occ. idwecees caeues 36 30 





*Per mile of first, second, third, etc., track, two miles of siding and 
switch tracks being taken as equal to the cost of maintenance of one mile 
of main track. 

{This is for repairs only and does not include renewals, depreciation or 
superintendence charges. 


Over $1,400 per track mile bespeaks a high standard of mainte- 
nance of way. 

When the plan for putting the Toledo & Ohio Central and the 
Hocking Valley under joint control was abandoned, the small 
amount of H. V. preferred stock deposited was returned to the 
owners and the total $15,000,000 stock outstanding was called 
for payment at par. This retirement of preferred stock was 
opposed by the holders of one-tenth of one per cent. of the 
stock; but the United States circuit court upheld the plan of the 
company, and the total $15,000,000 preferred stock has been 
retired. 

On June 30 there was $11,000,000 common stock outstanding 
and $19,900,000 bonds and $2,687,000 equipment trust obligations. 
The common stock is at the rate of about $34,000 per mile owned, 
and the funded debt and equipment obligations at the rate of 
about $69,700 per mile owned. To retire the preferred stock 
the company borrowed on its notes $2,500,000, and received from 
the Lake Shore & Michigan Southern $10,200,000 for its $4,510,- 
000 stock of the Kanawha & Michigan and the bond of the 
Middle States Construction Company, exchangeable into all of 
the outstanding stock of the Toledo & Ohio Central. This year’s 
report says that these securities were in the treasury of the 
company as free assets. 

This being the case, the balance sheet, as given in the 
annual report for 1909, appears to be a misleading state- 
ment of assets and liabilities. Securities owned are carried 
on the 1909 balance sheet at $1,956,635. After the sale of securi- 
ties, realizing more than $10,000,000, the company had in its 
treasury unpledged $2,700,000 on June 30, 1910. In making this 
criticism of the 1909 balance sheet it is necessary, of course, to 
keep in mind that the management has entirely changed since the 
1909 balance sheet was published. 

On the retirement of the $15,000,000 preferred stock, the 
directors proposed to increase the common stock outstanding 
by an issue of $15,000,000 additional common stock. A _ stock- 
holders’ meeting to vote on this question was called, but, on the 
petition of the holders of a small amount of stock, action by the 
stockholders was enjoined, and the meeting has been adjourned 
from time to time pending a court review of the temporary 
injunction. 

The company’s plans, which call for the issue of this $15,000,000 
stock, include extensive improvements to the existing property. 
As has been pointed out, the road was worked almost up to its 
full capacity last year. The Chesapeake & Ohio has a large 
tonnage of coal which it is now shipping over other lines, notably 
the C., H. & D., north to the Lakes, a good part of which it can 
send over the Hocking Valley as soon as that road is in physical 
shape to handle this increased tonnage. The amount that the 
C. & O. could profitably send over the Hocking Valley is esti- 
mated at between one and two million tons a year. To handle 
this it is almost certain that a large part of the Hocking Valley 
main line would have to be double-tracked and its other facili- 
ties increased. 

If the company had had the entire $26,000,000 common stock 
outstanding that it is proposed to issue it would have earned 9.7 
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per cent. on this stock. The common dividend is now at the 
rate of 4 per cent. 

The following table shows the operations of the Hocking 
Valley in 1910, compared with 1909: 


1910. 1909. 

Average mileage operated............ 350 347 
PE SOE oc cin peas bese ee $6,430,798 $4,831,809 
Passenger revenue .............00% 869,102 829,911 
Total operating revenue ............. 7,569,330 5,878,414 
Maintenance of way and structures. 779,465 674,229 
Maintenance of equipment......... 1,392,223 1,216,160 
PHOS  SSbbsbi nob tbecns scserentsne 89,296 90,310 
SEEN, os enks sees sack nasen 2,151,156 1,796,841 
Total operating expenses............. 4,654,281 3,926,084 
RMR Cckcks en dis bbsss aun ssenewoase 287,469 235,738 
EO SEDO on cckssnssveresctnse 2,627,580 1,716,593 
“Gross corporate income .............. 3,652,096 2,698,087 
Net corporate income ............... 2,539,765 1,515,990 
TPL Teer ee eT eer 973,028 1,040,000 
PORQETUMENG ook cccccvccsccesvnvense 79,655 cbiekee 
PUNORE cs cove cde ckbisesbeeb sess sve 1,566,737 396,334 





*In 1910 rentals, amounting to $66,473, had been deducted. The 1909 
rentals were included with interest, and were not deducted before arriving 
at gross corporate income. 


NEW BOOKS. 


Good Roads at Low Cost. By D. Ward King. Published for free distri- 
bution by the Pennsylvania Railroad Company, Philadelphia. 


This pamphlet of nine pages is the latest feature of the cam- 
paign which is carried on by the traffic department of the Penn- 
sylvania Railroad to stimulate the business of the road by in- 
structing farmers along its line in the economical handling of 
their products. The special topic of this pamphlet is a drag, 
made of logs, invented by Mr. Kiig, designed to keep country 
roads in order and maintain the ditches at their sides with the 
least possible expense. The idea is to scrape the earth from 
the ditches to the center of the road after each rainstorm. 
Mr. King exhorts each farmer to take care of the road from 
his own house to that of the nearest neighbor. 


Supplement to the Iron and Steel Works Directory. 168 pages; 6 in. x 
8% in.; cloth. James M. Swank, General Manager, American Iron & 
Steel Association, 261 S. Fourth street, Philadelphia, Pa. 


The American Iron and Steel Association has completed a 1910 
supplement to its well-known directory to the iron and steel 
works of the United States, all information being brought down 
to March, 1910. The supplement gives complete lists of new 
plants built and new companies organized since the appear- 
ance of the 1908 directory, also the most important changes 
in offices and officers of firms and companies that have taken 
place in that time. It also contains complete lists of Bessemer, 
open hearth and crucible steel and steel casting works; iron 
and steel rails, structural shapes, wire rods, skelp, plates and 
sheets, black plates and tinplates, and terne plates. The new 
features include a complete list of the manufacturers of billets, 
and sheet and tin plate bars, of muck and scrap bars, of iron 
and steel merchant bars, of rolled iron and steel concrete bars; 
and a list of the electric steel works of the country which have 
been completed or are building or are projected. 


Proposed Advance in Rates by Carriers in Official Classification Territory. 
By Daniel Willard, president of the Baltimore & Ohio. 


The testimony given by President Willard at the hearing by the 
Interstate Commerce Commission at Washington, D. C., on 
October 13 is published in full in this pamphlet. The testimony 
when given served to enhance his already great reputation as a 
profound student and an extraordinary clear and able expositor 
of railway problems. Reading of the pamphlet will leave fully 
as deep and lasting an impression as the hearing of it did. No 
better statement ever has been made of the things that are needed 
to raise credit of American railways to, and keep them on, a firm 
foundation and to bring about needed improvement and extensien 
of their facilities. 
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Letters to the Ladttor. 


MARVIN HUGHITT. 





To THE Epitor oF THE RatLwAy AGE GAZETTE: 

The account of the career of Marvin Hughitt, lately president 
and now chairman of the board of directors of the Chicago & 
North Western, in the issue of the Railway Age Gazette of 
October 28, is a splendid tribute; but it omits one strong and 
important characteristic of his business career. Those who have 
been privileged to come into closer relations with him in the 
business of the great corporation of which his has been the 
guiding hand for more than a quarter of a century have always 
been lifted into a higher and purer atmosphere when in his 
presence by reason of his recognition of the guiding hand of the 
Creator of the universe over the affairs of men. His power to 
remove the tension from the members of his official staff in 
times when care and anxiety made the load heavy to carry, by a 
word of assurance based on the care of the Almighty for His 
creation and creatures, was marvelous. 

Times are changing, and the time is approaching when the 
story of the career of a man of his noble type in the press and 
periodicals will contain some reference to this feature of such a 
character, and it would seem appropriate that the story of the 
career of Marvin Hughitt should be rounded out with such a 
reference. His influence for good, reaching as it does from the 
cyclonic disturbances in the Stock Exchange in Wall street to 
the roundhouses along the lines of the North Western system, 
is a testimonial to this element in his high character. 

ONE WHO KNEW HIM WELL. 


REPORTING REVENUE ON EXCHANGE TICKET ORDERS. 


Montreal, Que., November 12, 1910. 
To THE Epitor oF THE RAILWAY AGE GAZETTE: 

I was glad to see that the above subject was dealt with on 
page 834 of the Railway Age Gazette of November 4. I believe 
that a reasonable discussion of the subject through your col- 
umns, if you are disposed to open them for such a purpose, will 
be productive of good, and will, most likely, tend to facilitate 
a settlement of what at present appears to be a somewhat in- 
volved matter. 

The method of settlement for exchange ticket orders which 
has been in effect for many years past has become unreason- 
ably burdensome to certain lines, and it is small wonder that 
they sought relief from the conditions with which they have to 
deal. Unfortunately, the remedy which has been suggested is 
about as bad as the disease, and does not do away with the 
trouble. 

It is high time that the lines which have been in the habit in 
years past of drawing exchange ticket orders on their connections 
should make a change, and place on sale an interline issue of tickets 
that will properly take care of the business offering at the stations 
and ticket offices along their lines. If this is done it will automat- 
ically place the accounting for the business where it belongs. 

Traffic and accounting officers of some of the lines, which have 
in the past been drawing exchange orders in large numbers, are 
taking action along the lines I have mentioned, and if others can 
only be induced to do the same thing, the accounting for exchange 
ticket orders will soon be settled in the proper way. Otherwise, the 
matter will probably drift along until a delegation goes before 
some state, province or interstate commission, and complains that 
modern carriers are using ancient ticket orders, and as soon as an 
inquiry is addressed to a few lines by an officer of a commission 
we shall be treated to the humiliating spectacle of a lot of rail- 
way Officials trying to remedy (just before, or immediately after, 
they are told to do so) an abuse which has been steadily grow- 
ing, and for which no remedy has been found, because up to a 
comparatively recent date no strong protest has been made. 


J. H. SHEARING. 
Autitor of Passenger Receipts, Canadian Pacific. 
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THE IDAHO & WASHINGTON NORTHERN. 


In building to the Pacific coast the big transcontinental lines 
have reached out into adjacent territory wherever possible to 
secure additional tonnage. An occasional section, however, has 
been overlooked, and it is such an instance that gave the builders 
of the Idaho & Washington Northern an opportunity to tap one 
of the richest timber belts and mining districts in the far West. 

As shown by the accompanying map, the I. & W. N. serves 
the Spirit valley district, a section heretofore entirely without 
transportation facilities, and the Pend Oreille river valley, which 
has had only steamer service, and that for but a portion of the 
year. This entire district contains valuable timber lands, some 








Completed Roadbed. 


of the finest stands of white pine to be found in the West being 
located in these valleys. The lower Pend Oreille district is 
among the largest cedar producing regions in the world and has 
long been known for its cedar poles. In the Spirit valley one 
company owns 750,000,000 ft. of standing timber. Large, mod- 
ernly equipped sawmills have been built at Spirit Lake, Idaho, 
and Ione, Wash., each having a daily capacity of 250,000 ft. In 
addition to these, there are 27 sawmills located along the line of 
the I. W. N., having a total output of 1,500,000 ft., all of which 
tonnage naturally will flow to this line. In addition to the 
lumber interests, which will furnish such a large tonnage, the 
Pend Oreille valley contains between 60,000 and 70,000 acres of 
rich agricultural land well suited for development in dairy and 
hay ranches. At Metaline Falls, the point to which the road 
is now being extended, a large cement mill is being built. Inex- 
haustible deposits of clay, lime and shale, combined with cheap 
electric power developed from the waters of Sullivan Creek, 
will gtve this mill command of the entire cement market in the 
Spokane country. The mill will have a daily capacity of 2,000 
barrels, and expects to begin operation early in 1911. Another 
important source of tonnage will be the Metaline silver-lead 
mines, located on both sides of the Pend Oreille river surround- 
ing Metaline Falls. There will also be a considerable tonnage 
of brick and tile products from the large clay deposits in the 
Pend Oreille valley. It will thus be seen that the new road has 
ample tonnage assured. 

The I. & W. N. has experienced an exceptional passenger 
traffic since the opening of the road, tapping as it does districts 
heretofore without transportation facilities. Many valuable 


homesteads are being taken up along the valley and the popula- 
tion is increasing rapidly now that transportation facilities are 
available. In addition to the settlers and homeseekers, the 
summer resorts reached by the road have proven quite a factor. 
Twin Lakes and Spirit Lake, which are numbered among 
Spokane’s most beautiful resorts, are but 33 and 43 miles from 
Spokane, respectively, and have proven very popular, many 
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summer homes being built and resulting heavy commuters’ 
traffic. The I. & W. N. controls the Pend Oreille Navigation 
Company’s line of steamers, which formerly operated between 
Newport and Ione. Regular service on the river was dis- 
continued upon the opening of the I. & W. N. to Ione, but 
Sunday excursions to Box Canyon during the summer months 
have been continued in connection with the I. & W. N. from 
Spokane, and the patronage of the past summer has been such 
that the capacity of the steamer was taxed to the limit allowed 
by the United States marine laws. 

From McGuire’s Station, a point in the Spokane valley -22 
miles east of Spokane, Wash., the I. & W. N. passes in a 
northerly direction through Spirit valley, 43 miles to Newport, 
Wash., thence northward down the Pend Oreille valley, 51 miles 
to Ione, the present terminus. 

From Grand Junction in the Spokane valley the company has 
trackage rights for passenger trains over the Spokane-Inter- 
national Railway entering Spokane, where the depot facilities of 
the O. R. & N. company are utilized. The Spokane-Interna- 
tional handles the freight business between Spokane and Grand 
Junction. The Chicago, Milwaukee & Puget Sound is now 
building its line between Coeur d’Alene and Spokane. This line 
will be completed during the fall of 1910, and the I. & W. N. 
will then connect with it at McGuire’s, and through trackage 
rights for both freight and passenger trains will be had over 
the new line into Spokane, and the new Union depot will eventu- 
ally be used as a terminal. 

The Idaho & Washington Northern was incorporated under 
the laws of the state of Idaho, March 25, 1907, and actual con- 
struction was begun April 1 of the same year at Clagstone Junc- 
tion, from which point on the Spokane-International material 
and supplies were received. Owing to the large amount of rail- 
way construction then going on in the northwest, it was decided 
to utilize the company’s own forces rather than wait for con- 
tractors. Not one foot was contracted, either in bridge work or 

















Passenger Station. 


grading, and so rapidly was the construction work carried for- 
ward that the road between Grand Junction and Newport was 
completed and in operation, and regular passenger and freight 
service installed, November 25, just eight months from the date 
of incorporation of the road. The completeness and thorough 
construction of the roadbed was such that the first passenger 
trains made 35 miles per hour, including stops. 

The I. & W. N. roadbed is ballasted throughout with a mini- 
mum of 8 in. of first-class gravel and is laid with 75-Ib. rails, 
A. S. C. E. section, Wolhaupter rail joints, with tie plates on 
curves. No engineering difficulties were encountered between 
McGuire’s Station and Newport, the maximum grade being 1 
per cent. and the maximum curvature 6 deg. The alinement 
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Atlantic Type Locomotive; Idaho & Washington Northern. 


has an unusually large percentage of tangent, which is excep- 
tional in the location of railway lines in this part of the country. 

In 1908 surveys were made for the extension of the I. & W. N. 
northward from Newport to Ione, a distance of $1 miles. Actual 
construction was begun during the spring of 1909, and train 
service was inaugurated through to Ione on November 8, 1909. 
From Newport northward the road follows the west bank of the 
Pend Oreille river, and the construction was found to be much 
heavier than that encountered south of Newport. For a distance 
below Newport the earth formation is clay, with layers of quick- 
sand. Some trouble was experienced from slides in cuts and in 
finding bottom for trestle piling. 
found necessary north of Newport varying in height to 80 ft. and 
in length up to 1,500 ft. The longest trestle crosses a bay or arm 
of the river, and, as difficulty was experienced in reaching bot- 


Several timber trestles were 


tom, the number of piles per bent was increased to 14, running 
from €0 to 80 ft. in length. No trouble has since been experi- 
enced. The maximum grade between Newport and Ione is 3 
per cent., and the maximum curvature is 3 deg. The con- 
struction of this portion of the road also necessitated a 1,100-ft. 
tunnel at Blueslide. 

Work on the Metaline extension, a distance of ten miles from 
Ione northward to Metatine Falls, is now being pushed to com- 
pletion and entails the heaviest construction of the entire line. 
At the lower end of Box Canyon two miles north from Jone the 
road is to cress the Pend Oreille river on a steel bridge 500 ft. in 
length, 140 ft. above the surface of the river, consisting of a 
first span of 145 ft.; main span, 280 ft, and an &0-ft. girder. 

The bridge is being constructed with deck span and by the 
cantilever method because the character of the river and walls 
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Oreille River Bridge; Idaho & Washington Northern. 
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of the canyon make false work impossible. The trusses of the 
main span are 50 ft. in depth and 22 ft. center to center. The 
first, or 145-ft. span, which is composed of five panels, four 28 ft. 
3 in. long and one 32 ft. long, rests on a reinforced concrete 
base. The advantages of cantilever construction for erecting the 
280-ft. span. was obtained by tying back the span to the 145-ft. 
span by means of temporary eye-bars and placing a distributed 
weight of about 450 tons of railway steel upon the latter to act 











Construction Work. 


as a counterbalance until the main span reaches the pier on the 
opposite side of the river. The bridge will cost about $100,000. 
The work of erecting the bridge started July 10 and was com- 
pleted about October 1. 

The construction work from the canyon northward is also 
heavy and includes the boring of two short tunnels and the 
building of four trestles, ranging from 40 to 110 ft. in height, 
and up to 1,000 ft. in length. The grade from the canyon north- 
ward is now neariy completed, and as soon as the steel bridge 
is finished the road will be completed to Metaline Falls in a 
very short time, probably by November 1. 

At Spirit Lake, Rathdrum and Newport separate freight and 
passenger depots have been built, the latter being of brick and 
surrounded by attractive grounds or parks. Commodious build- 
ings of uniform design have been built at all other stations, with 
the idea of comfort and convenience for the traveling public. 
This idea has also been carried out in the road’s equipment. It 
could hardly be expected that a railway built primarily for the 
tonnage of forests and mines would have the best in passenger 
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equipment, yet the I. & W. N. coaches are six-wheel truck, 85-ft., 
full-vestibuled cars, with seating capacity for 88 persons, in- 
terior finish of mahogany, lighted by the Bliss axle lighting 
system and built by the Pullman Company. The passenger 
engines used are ten-wheel and Atlantic types. Freight engines 
are consolidation type, with 22 in. x 30 in. cylinders, and the 
freight equipment is all of 80,000 and 100,000 Ibs. capacity. 

The company’s shops are located at Spirit Lake, Idaho, and 
are complete and modernly equipped. They consist of a nine- 
stall- roundhouse, with 75-ft. steel turntable; a machine shop, 
70 ft. x 210 ft.; store house, 42 x 124 ft.; paint shop, 45 ft. x 
108 ft.; blacksmith shop, 40 ft. x 97 ft., and a ten-pocket gravity 
coal chute. The shops were built and equipped by Westing- 
house, Church, Kerr & Co. With the exception of the coal 
chute, which is of frame construction, all the buildings are of 
brick, with concrete foundations. All the machines are of the 
latest type and are driven by individual electric motors. The 
entire area of the machine shop is served by a ten-ton, three- 
motor traveling electric crane. The power for the shops is 
supplied from an outside source, being 3-phase, 440-volt current. 
The operation of the air compressor is controlled automatically 
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and the motor set requires practically no attention, the result 
being that the services of an engineer are dispensed with, and 
the machine is watched and cared for from the tool room. 

The roundhouse is equipped with a complete system of pro- 
tection against the consequences of runaway or carelessly han- 
dled engines. At the end of each roundhouse track near the 
outer wall is a depressed stop. At a distance of 20 ft. from the 
turntable end of each roundhouse track is a derail automatically 
operated by the turntable lock, being normally closed. The act 
of locking the turntable for any track automatically opens the 
derail for that track. This device is from a design by the pres- 
ent general manager of the road. 

The position of the I. & W. N. is unique in that it is not a 
feeder for any one of the big lines exclusively, but that it is 
entirely independent and has traffic agreements with all five 
transcontinental roads reaching the Spokane country. As will 
be seen on the map, it connects at Newport with the Great 
Northern, at Clagstone and Grand Junction with the Spokane- 
International, at Rathdrum with the Northern Pacific, and at 
McGuire’s with the Coeur d’Alene division of the Spokane & 
Inland Empire Electric Railway. 

The executive officers of the I. & W. N. R. R. are located at 
Spirit Lake, Idaho, and the traffic department officers are at 
Spokane, Wash. 

We are indebted to R. F. Blackwell, vice-president and general 
manager of the Idaho & Washington Northern, for material and 
illustrations for this article. 


RAILWAY EDUCATION IN ILLINOIS. 


A movement which may have an important influence on edu- 
cation for railway work in Illinois was started by a trip niade 
to the University of Illinois at Urbana by a party of railway 
officers at a meeting held there November 9. The party mak- 
ing the trip was organized by F. A. Delano, president of the 
Wabash. W. L. Park, vice-president and general manager of 
the Illinois Central, furnished a special train which took the 
party from Chicago to Urbana and back. The party included 
the following: F. A. Delano, president, and C. W. Litsey, chief 
clerk to president, Wabash; W. L. Park, vice-president and gen- 
eral manager; M. K. Barnum, general superintendent of motive 
power; A. S. Baldwin, chief engineer, and H. Battisfore, super- 
intendent, Illinois Central; R. H. Aishton, vice-president, and 
J. W. McEachern, Chicago & North Western; H. G. Hetzler, 
president, Chicago & Western Indiana; E. C. Field, vice-presi- 
dent James of the university presided, and made an address, in 
W. A. Nettleton, general superintendent motive power, and 
W. J. Tollerton, assistant general superintendent motive power, 
Rock Island Lines; L. C. Fritch, chief engineer, Chicago Great 
Western; E. D. Bronner, superintendent of motive power, Michi- 
gan Central; J. Q. Van Winkle, general manager; G. P. Smith, 
chief engineer, and Wm. Garstang, superintendent of motive 
power, Big Four; F. A. Lehman, assistant to vice-president, and 
A. F. Robinson, bridge engineer, Atchison, Topeka & Santa Fe; 
S. T. Park, superintendent of motive power, Chicago & Eastern 
Illinois; S. M. Rogers, vice-president and purchasing agent, 
Elgin, Joliet & Eastern; F. H. Clark, general superintendent 
motive power, and A. W. Newton, general inspector permanent 
way and structures, Burlington; C. F. Loweth, superintendent 
and engineer of bridges and buildings, and L. R. Clausen, super- 
intendent, Chicago, Milwaukee & St. Paul; W. W. Ryder, gen- 
eral superintendent of telegraph, and A. R. Ayers, mechanical 
engineer, Lake Shore & Michigan Southern. 

After arriving at Urbana the party was shown over the 
campus and given special opportunity to inspect the agricultural 
and engineering work being done at the university. In the 
afternoon a meeting was held in the engineering building. Presi- 
dent James of the University presided, and made an address, in 
which he said in part: 

“We do not imagine, of course, that we college professors 
can settle the great practical problems which you railway men, 
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for example, have to face from day to day, but we are quite 
sure that we can make some contributions by the scientific study 
of these phenomena in the midst of which you are at work which 
will be of assistance to you in the solution of these problems. 
Just as Professor Talbott is, by his investigations into the habits 
and qualities of reinforced concrete, every day adding something 
to our knowledge which is of use in the structural part of your 
business, so we believe that by similar patient, careful, scien- 
tific study we may be able in the long run to add something to 
the means you have of determining a scientific policy in the de- 


partment of administration, in the department of rate mak- 


ing, etc. 

“If we can make such contributions and can train young men 
so that they will get this scientific attitude and are equipped 
with this scientific information, you will find them more useful 
and more helpful as assistants, and when they come to take 
your places they will be better equipped for the great problems 
which they will have to solve than they would be without this 
training. 

“Twenty-five years ago, when a professor in the University 
of Pennsylvania, I urged very strongly upon the leading railway 
men in the city of Philadelphia that they should join with the 
University of Pennsylvania in organizing, developing and main- 
taining a great school of railway engineering and administra- 
tion for the study of the scientific side of those underlying prin- 
ciples upon which the highest type of successful practice and 
efficiency must be based, whether consciously or not. 

“They were kind enough to consider the matter at some 
length, but as one of the Pennsylvania Railroad men said: 
‘There is no such thing as a science in rate-making. Our only 
problem is to get the largest possible return under a given set 
of conditions, considering our colleagues of the same railway, 
considering other railways, considering the public along the 
lines, considering the lines through the rest of the country, con- 
sidering the attitude of investors domestic and foreign.’ 

“My reply at that time was: ‘My dear sir, if it is true that 
there are no principles underlying rate-making which can be 
ascertained and made the subject of study and consideration, if 
it be true that the attitude of every individual rate-maker and 
of every individual road is simply to get the utmost return out 
of the community, then of course the wildest kind of crazy so- 
called defender of the rights of the people or the rights of 
shippers has just as good stand in the court of reason as the 
most careful, thoughtful, and conservative railway official. Such 
a proposition is a confession of bankruptcy on the part of rail- 
way administration and railway officials which will surely call 
forth in the long run such a revulsion of sentiment in the public 
mind as to bring about a crisis in the whole business of railway 
development, operation and administration, 

“T believe my prophecy is coming true. There is no branch of 
business more important than that of transportation. There is 
no department in which the interests of more people are funda- 
mentally involved, and no system of administering this great de- 
partment of transportation can be successful or satisfactory 
which does not try to ascertain the great underlying prin- 
ciples upon the basis of which investors, railway administrators, 
shippers and consumers may find, if not complete satisfaction— 
owing to their conflicting interests—at least a basis for a reason- 
able understanding. 

“Some people think that the present railway system is going 
to break down and that our only solution is government owner- 
ship and operation. Even if that were true it would not change 
or alter in the slightest degree the necessity of the development 
of this kind of a center of investigation and research and train- 
ing which we have in mind, for of course the government would 
break down absolutely and completely in a comparatively short 
time if it did not have trained men, if it did not insist on trained 
men to do this important work. 

“The achievements of the railway men in the United States 
in the last generation have been remarkable. I do not believe, 
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for my part, that any set of men of any nation could have 
brought about more astonishing or better results under the con- 
ditions than the men who have had control of our railway sys- 
tem. But conditions are changing very rapidly in such a way as 
to affect every aspect of the business, and we must change our 
method of training men for the service of the railways in the 
next generation if our successors are to solve these railway 
problems even as well as we have done.” 

President Delano spoke very briefly, saying that he and other 
railway men in Illinois were much ‘interested in the future of 
the university. Those in charge of the university, he said, are 
the trustees of public property, and all the people of the state are 
concerned in the use of the moneys spent by it. Illinois has 
the largest mileage of railways of any state in the union except 
Texas, and they pay 10 per cent. of the total taxes collected in 
the state. They are interested in what use is made of the money, 
not only because they contribute so much of it, but also because 
they have a special interest in what the citizen of tomorrow is 
going to be, and, therefore, he felt that the railways should do 
all they can to hold up the hands of the university authorities. 

Edward C. Schmidt, professor of railway engineering, talked 
on “The University Work in Railway Engineering,” telling of 
what has been done and what it is hoped to do. 

Professor Arthur N. Talbott spoke on “The Work of the 


‘Univeristy in Materials Testing, and Its Relation to the Railway 


Interest.” Professor Talbott said in part: 

“Since ‘the engineering experiment station was established 
research work along the line of materials testing has been done 
by the laboratory of applied mechanics, and much of this is of 
interest to railway men—in fact, a considerable amount has been 
done in cooperation with railways. The extensive work in re- 
inforced concrete, investigations in which the attempt has been 
made to develop the principles upon which this new form of 
construction depends, is problably known to those of you who 
are interested in reinforced concrete work, and a very large field 
remains unexplored. As illustrations of work applicable to 
railway construction may be mentioned the tests of concrete 
piles, both the rolled pile and the molded pile, which are now 
being used by the C., B. & Q. and the C. & N. W., and other 
railways, and also the field tests of the large slabs of beams of 
reinforced concrete which were used by the Illinois Central in 
the construction of the subways at Grand Crossing, IIl., con- 
structions which by reason of their newness required special at- 
tention to give knowledge of their properties. The extensive 
tests of culvert pipe, both cast iron and reinforced concrete, 
were participated in by the St. Paul, the Burlington, the Illinois 
Central, the Santa Fe, and the Rock Island. The use of timber 
in wooden trestles is a different problem from that of 20 years 
ago, and the tests of timber stringers made here have given de- 
sirable information on conditions now existing. These tests 
were made possible through the codperation of the Illinois Cen- 
tral and the Rock Island. The Burlington, the Wabash, and the 
Illinois Central assisted materially in the tests of steel columns, 
the latter furnishing an engine, train and crew for eight days. 
It is believed that these tests throw an important light on the 
action of bridge columns under load and that the new method 
of testing brought out is of importance to the engineering pro- 
fession. After having tests made on steel columns embedded in 
concrete, the Wabash reinforced towers of two of its steel 
trestles with concrete coating. An investigation of the new 
process of welding by the oxyacetylene flame has shown in an 
independent, impartial way the advantages and limitations of 
this process—in a manner which may not be expected by the 
Promoters of the process. A bulletin describing the results will 
soon be printed. In hydraulics an extensive series of tests was 
made on all the forms of locomotive water columns in use in 
this country, in codperation with the Maintenance of Way asso- 
ciation and the Big Four, and it is of interest to note that the 
form of water column or standpipe in most general use by the 
railways was the one giving the highest loss of head, a loss that 
was ridicuously high. It may be worth adding that these manu- 
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facturing companies are at work remedying the defects, as they 
ought to have done long ago. Among other tests of interest to 
railway men may be mentioned those of car couplers, boiler 
stay bolts under repeated reversals of stress, truck bolsters, car 
wheels, wire repe over sheaves, track spikes, tie plates and ties, 
and the transmission of pressure through earths and ballasts. 

“Enough has been said to show that the University of Illinois 
may be of service to railways. What I want to suggest is that 
with proper support the university may be of much greater ser- 
vice to you. Although the first province of the university is to 
give instruction, it also has a great opportunity to be of public 
service to the community. The editor of a great engineering 
journal has recently written me urging the importance of having 
in every large district of manufacture and trade a competent, 
authoritative and absolutely impartial institution of tests, public 
and of recognized authority, where manufacturer, purchaser, 
dealer and consumer may go to get tests and information, and 
where research and investigation may be carried on. Part of 
this work would be in the interest of scientific knowledge and 
part directly in the interest of the one having the work done 
and being paid for by him, as in the case with the great Prussian 
testing station at Lichterfelde. With our great industrial de- 
velopment the need for such an institution is increasing. My cor- 
respondent urges that as Illinois has made the first step in es- 
tablishing the engineering experiment station, it would seem fit- 
ting that the work be broadened and that Illinois should also 
develop a great public testing laboratory. Evidently the oppor- 
tunities for public service are numerous. It means, however, 
larger faciiities and more resources for men and operation. The 
crowded condition of our quarters is apparent, but we are 
trying to do the best we can with our present arrangements. I 
hope, however, that we may continue to be of service to the rail- 
way interests and that ways will develop by which we may do 
more. Having been in the railway service, I feel that I can 
appreciate some of your problems. Your new problems arising 
every day will be of more importance than those already solved, 
and the University of Illinois wishes to be helpful in making 
their solution.” 

Dr. David Kinley, dean of the School of Business Adminis- 
tration, spoke on “The Courses in Railway Administration and 
Accountancy,” saying in part: 

“Hitherto the greatest problems of railway development have 
been problems of construction; today they are problems of or- 
ganization and management. Before, they were engineering; 
now they are administrative. This statement does not minimize 
the importance of new construction, nor of the engineering diff- 
culties involved; nor does it leave out of sight the important 
problems of maintetiance. Jt simply enphasizes the fact that the 
minds of railway managers today are busy with problems of 
organization and administration, especially in their connection 
with finance. 

“This is not a peculiarity of the railway situation. All busi- 
nesses, especially those organized in a corporate form on a large 
scale, are feeling the necessity of an improved organization, of 
better understanding and integration of costs and income, ex- 
penses and revenue, and also a more definite statement of their 
relations to the public. In all industrial lines the American 
people in the past have had so much elbow room and such rich 
resources that there has been a iarge margin for waste and in- 
different management. Till recently we have all lived, so to 
speak, in a régime of economic plenty and license. It is hardly 
worth while to save a penny if the saving of it costs two. Our 
railways have had their share in this economic ease, although, 
of course, to railway men that time is a long forgotten past! 

“Now they are face to face with serious problems of adjust- 
ment to a public opinion which no longer views with patience 
the loose management which it has permitted, if not encouraged, 
in the past; and railway men are therefore hard at work trying 
to adjust their organization and financial conditions to this new 
point of view. They find themselves perplexed at times to meet 
the demand for additional taxes in the face of an even louder 








demand for a reduction of rates and the control of rate-making 
by a semi-public body. They are wondering how they can organ- 
ize traffic so as to reduce costs; how to adjust rates so as to 
invite traffic at these reduced costs, and to find a sufficient mar- 
gir between expenses and income to keep their plant from 
deteriorating, furnish a little for extensions, and pay something 
at least in the way of dividends to clamoring stockholders. In 
short, the great questions, or rather some of them, are concerned 
with better accounting, better organization of traffic, better opera- 
tion of trains—meaning by ‘better’ in each case reduced cost, 
improved service, and larger net income. 

“Obviously such problems can be met most successfully by 
those who have been trained in the sciences which underlie these 
matters. I would not depreciate in the slightest degree the skill 
and knowledge born of long practice alone. But if it is possible 
for new men to anticipate experience, and through education to 
solve some problems with less empirical experimentation, it will 
be an advantage. 

“TI am aware that there are some who insist that it is impossible 
for the universities to train young men for the kind of service 
needed. If by ‘prepare’ we mean that a young university gradu- 
ate can be turned out ready to be entrusted with the duties of 
the general manager or treasurer, the head accountant or the 
traffic manager, or positions of similar responsibility, all uni- 
versity men will admit at once that it cannot be done. If, how- 
ever, we mean by ‘preparation’ imparting a knowledge of the scien- 
tific principles underlying those administrative duties, and some 
knowledge of present organization and methods, I believe that it 
can be done. The question really amounts to this: Is it pos- 
sible to give a young man an education which will make him 
immediately valuable to a superior officer because he has some 
acquaintance with the principles and organization of that su- 
perior officer’s business, and also has been trained to logical 
processes of working and thinking? I think the answer is yes. 

“What kind of training will do this? The matter of primary 
importance, of course, is training in judgment and power to 
think. The student must be taught how to handle a mass of 
data on a given subject so as to present the facts in their proper 
relations and show what they teach. He must be able to make 
correct inferences or to present the data so that his superior 
officers can do so. The ability to do this implies both good 
judgment, logical power, and at the same time a sense of dis- 
crimination of the relative importance of the various facts, as 
well as some knowledge of the character of the data. In other 
words, it is possible to train a student to study a problem of ad- 
ministration, arrange the factors involved in it, and make a solu- 
tion. Training of this kind will stand him in good stead when 
new problems are presented in railway work. 

“A second part of the training needed to make a young man 


early valuable in railroading is knowledge. He may get a power © 


of logical thinking, a disciriminating judgment, as a railway 
man once said to me, from the study of Greek roots. It is far 
better for him to get it from the study of subjects which at the 
same time give him as much knowledge as possible concerning 
the matters he is to think about. In other words, it is possible 
to train a railway student to think correctly, while at the same 
time giving him some knowledge of rate-making, so that at least 
he will be able to tell a commission or the public what the prin- 
ciples are on which a system of rates may be made up, even 
though he may not be able to explain a particular rate. 
“The heart of the work of the student of railway administra- 
tion is in social and industrial economics, theoretical and applied, 
and in accountancy. The knowledge of general economics is 
fundamental. It must be followed by a study of applied econom- 
ics relating to such subjects as costs of production, industrial 
and corporate organization, methods of wage payments and 
other labor matters, and in accounting, both general and as ap- 
plied to railway problems. The young man needs to be trained 
on the side of social economics, to a better knowledge of tax- 
ation, the study of markets, routes of trade, materials of com- 
merce, possible sources of industrial development to supply 
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traffic, and many other things of similar character. This im- 
plies a study of public and private finance, the relation of govern- 
ment to railways, methods of regulation and control, and the 
mutual duties and obligations of the railways and the public. 

“Certain it is that the difficulties of today and tomorrow in the 
life of railway men are questions of policy, internal and public. 
The men who can best grapple with them will be men trained 
in the principles of sciences that underlie policies. Therefore, 
it is to the interest of the railways as well as to the interests of 
the public to do what they can to promote the proper training 
of young men who are in the future to occupy the positions that 
you fill today.” 

D. C. Buell, director of the educational bureau of information 
of the Union Pacific, described this bureau, the work it is do- 
ing and the results it has been getting. The bureau and its 
work have been fully described in past issues of the Railway 
Age Gasette. Professor H. H. Stoek spoke on “University 
Extension Work through Miners’ and Mechanics’ Institutes,” 
and Dr. W. F. M. Goss, dean of the College of Engineering, 
made an address, pointing out the need for enlarging the facili- 
ties of the university. He said in part: 

“The College of Engineering has 1,300 students enrolled. It 
has graduated 1,500 men, and there are more than 2,000 others 
who have been members of classes that have graduated. Forty- 
three per cent. of all the students in attendance at Urbana are 
enrolled in the College of Engineering. More than half of the 
men who are enrolled as students in the university belong to 
this college. 

“The college, except for its department of physics, has had no 
appropriation for buildings since 1894. In the sixteen years 
which have since passed the attendance of students has doubled, 
and a similar expansion has taken place in every direction; its 
instructional staff has doubled, the number and variety of re- 
search problems which are undertaken have vastly increased, 
and the work of instruction has been extended to meet the 
legitimate demands resulting from the progress of the arts. 
Notwithstanding all these developments the increase in buildings 
has been meagre, chiefly in the form of shedding, which could 
be supplied from the small sums which from time to time could 
be saved from the funds appropriated for maintenance. 

“At the present moment the College of Engineering, dis- 
regarding its building for physics, boasts of a total of 125,000 
sq. ft. of floor space. This is nearly three acres, but it amounts 
to only 100 sq. ft. per student for all purposes. Compare this 
with one of the colleges of Oxford, for example, with Magdalen 
College which has twelve acres of buildings and 180 students, 
or an allowance for all purposes of more than 3,000 ft. per stu- 
dent. Similar comparisons with the better institutions of our 
own country will suffice to demonstrate the crowded condition 
under which the students of the College of Engineering of the 
University of Illinois do their work. You have yourselves seen 
something of the important work Professor Talbott is doing in 
materials testing and you can readily appreciate the disadvantages 
under which that work is now proceeding because of lack of 
room. You will also, I am sure, sympathize with me in the de- 
sire to have the youth of the state enjoy facilities whereby they 
may receive instruction along lines of importance to the trans- 
portation interests of the state. We need greatly to increase our 
facilities for testing rails, air brake equipment, fittings and fix- 
tures of every sort in car construction. We need a locomotive 
testing plant by the use of which students may become familiar 
with the action of one of the most common and at the same 
time one of the most important machines the world has ever 
seen. Without the testing plant wé can do-nothing in this line. 
We need facilities for testing electric motors and cars, and all 
the various details of electric fixtures employed in the construc- 
tion of railway equipment. We need room sufficient to permit us 
to handle certain track and signal problems which cannot now 
be entered upon, and we should make a beginning in formulating 
instruction involving the more scientific aspects of aerial flight. 

“As I look out upon the field of engineering in this state of 
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Illinois and study the various activities which engage the atten- 
tion of its people, I discover that nearly one-fourth of all the 
people in the state are dependent upon the transportation inter- 
ests for their support. This fact coupled with the knowledge 
‘hat our state is second among all the states in the Union in its 
railway mileage, convinces me that our college can not better 
serve the state than by emphasizing the scientific and technical 
aspects of the great transportation industry, by instructing stu- 
dents to understand the problems of the railways, and by pro- 
moting research, the results of which will add to the efficiency 
in the operation of railways. Now the question I want to ask 
is whether this interpretation is a fair one. If you think it is 
not a fair one, then of course it would be folly for me to attempt 
to develop it, and a frank statement from you to that effect will 
permit me to turn my attention to other lines offering greater 
promise. If, on the other hand, you think my interpretation is a 
fair one, then I shall be glad to do what I can to persuade our 
trustees to place this matter before the legislature. There would 
be of course no disposition to disturb you or to annoy you with 
small matters in our campaign with the legislature. We only ask 
that we may know what your convictions are on the subject 
which I have presented, and that you stand ready to express 
these convictions if the occasion arises when it would seem de- 
sirable for us to have you do so.” 

At the conclusion of Dr. Goss’s talk, W. L. Park moved that 
the meeting adopt a resolution expressing it as its sense that the 
railways of the state should codperate with the president and 
trustees of the university in getting the legislature to make such 
appropriations as may be necessary to enable it to enlarge its 
facilities and faculty adequately to fit men for. railway work. R. H. 
Aishton, vice-president of the Chicago & North Western, sec- 
onded the motion, saying that the railways have come to recog- 
nize the fact that educational training is necessary to increase 
the efficiency of men already in their service, and that special 
education and training to fit men for that service before they 
enter it is even more necessary. The resolution was adopted. 
As the railway men present were there as representatives of 
their lines appointed by their presidents, this made certain that 
the railways of Illinois will vigorously codperate with the uni- 
versity authorities in their efforts to get the desired legislation. 

For several years special instruction has been given at the 
university in civil engineering and the mechanical engineering 
of railways. In further recognition of the importance of this 
work there has recently been established a School of Railway 
Engineering and Administration, under the direction of which 
there are now given courses designed to train men for service in 
the financial, operating and traffic departments, as well as in 
the engineering departments of steam and electric railways. Five 
courses are at present offered: in railway civil engineering, rail- 
way mechanical engineering, railway electrical engineering, rail- 
way transportation and railway traffic and accounting. 

The university has excellent laboratory and other facilities for 
carrying on this work. The instruction is also facilitated by the 
cooperation of the three steam railways and the electric inter- 
urban road which enter Urbana, with which most cordial re- 
lations exist. The Engineering College owns and operates two 
test-cars, one for steam roads and the other for electric roads, 
in addition to which all other resources of the College of Engi- 
nering, the School of Commerce and the Engineering Experi- 
ment Station are available for the promotion of this work. 


The attendance at the College of Engineering has increased 
as follows: 


Year. Men. Women. Total. 
APSE cis 0 at stats aiaicer eros cee Rar aoe rei 801 4 805 
ki xbunehier acy o4nuasvasiines 843 9 852 
Lo ER EEG OO RR 953 8 361 
PSII te aicit rea cancun ex. deere re acl 1,101 7 1,108 
JEL UAD)SA ae aia eek we eMC Ra aes Lean ERL 1,182 5 1,187 
E11): UES SE Se eat a hear ie a apg 1,244 6 1,250 
LL. | 12 | PER NSa Ra ot Rene af iy ue np Cee Bee 1,297 6 1,303 


Fifteen hundred have been graduated; 2,000 others have been 
students in the classes that have graduated; 43 per cent. of all 
students in Urbana are in the college. 
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TEST OF JACOBS-SHUPERT FIREBOX. 


Safety 1n transportation, and safety appliances of all kinds 
for the conservation of life and property, are receiving much 
attention at this time, so that any new invention involving ele- 
ments of greater strength and safety than previous ones of the 
same class is of special interest. The test of the Jacobs-Shupert 
firebox, made by the Santa Fe, at Topeka, Kan., on Septem- 
ber 26, 1910, under the direction of H. B. MacFarland, engi- 
neer of tests, is of interest in this connection. This type of 
firebox was described in the Railway Age Gazette of May 28, 
1909, page 1123. 

In April, 1909, a Jacobs-Shupert firebox was completed and 
placed in freight service on a Santa Fe type locomotive. It has 
given good service and has demonstrated all the claims made 
for it so far as evaporation, efficiency and low cost for repairs 
are concerned. The results of its performance have justified 
its application to 32 engines now in active service and 66 en- 
gines on order. The fireboxes in service have demonstrated 
so thoroughly and so satisfactorily the claims made for this 
form of construction that it was deemed advisable to demon- 
strate whether or not they would stand the severe stresses, 
without the usually disastrous results that occur with fireboxes 
of ordinary construction, when the water is lowered below the 
crown sheet and the crown sheet is overheated. A further ob- 
ject was to determine whether extreme pressures occur when 
cold water is injected into a firebox with an overheated crown 
sheet. Ordinarily the claim is made that an explosion occurs 
only when cold water is injected, although Professor Thurston, 
who was an authority on the subject of boiler explosions, stated 
that only once was he able to produce an explosion by the in- 
jection of cold water into a highly heated boiler. He stated, 
however, that explosicns from this cause were more {frequent 
in locomotive than in stationary boilers. 

In an ordinary firebox the strength of the crown sheet with 
its numerous stays is very much reduced when overheated. 
On account of increased temperature the holding power of the 
staybelts is decreased 65 to 75 per cent. The result of an in- 
crease of stresses in the metal due to temperature changes, in 
addition to the stresses due to usual boiler pressure, together 
with the decrease in the holding power of the staybolts, causes 
the crown sheet to be forced from: the staybolts. The sheet 
once opened is at the mercy of all the latent energy of the 
boiler, with the consequent collapse of the interior of the firebox. 
The test was made to demonstrate that the Jacohs-Shupert fire- 
box was of a substantially safe construction for high pressures 
and such unusual conditions of service. 

Firebox and Boiler—The Jacchs-Shupert firebox selected for 
the test was originally applied to the boiler of one of the Santa 
Fe type engines, but has been in stationary service since Novem- 
ber, 1909. As shown by the illustration, it is a large firebox 
and boiler, being capable of evaporating 50,000 pounds of water 
per hour in road service. The dimensions, heating surface and 
proportions are as follows: 


Boiler and Firebox. 


MATA ORNRMNE BOSS a, orara’ sc ciaia\avaaiare wie .c8id SSS Wie eaiewe ea dn cee o aiesiaies 39 
MIRROR TURIN R EE oars alae ahaa ae Rtas a wer Gare iss AIR oro relenerelonang Hae MD suse AMOI Sarg 11 
ee SE ee ee reer er rere rr nr errr ere 75.000 
OE ITS a SO Pir er re rear ee ee ere ee 722 
teen REIT SO oa ci dcot ear erurn a ceed acter walaa kilcw soa #40 oiOGis 4,350 
Oe OIE OES Me. 6 5 0a a Aare ks ce-ccdal olnelaa gid cated bee Ce sits ees 580 
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Boiler. 
ee Ce Se eee ee eee ee ee eee ee 3 
i i ee EL kn cd cn Gees EKER NO Re See chee ws 88 
er a CORES oo. sok ys cu bbs sis sabGs ae bade.oe¥eio* 77 
Thickness of shell, in.: 
I a a ee 0.9375 
RENE Clave sesh heres oh ses cs een CASS boa Se SNES Ses SS 0.875 


The characteristic feature in the construction of this firebox 
is the elimination of all staybolts on the crown and side sheets. 
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Fig. i—Diagram Showing General Arrangement 


The firebox in process of construction, ready to rivet, with one 
outer section in position is shown in Fig. 3; another view, Fig. 4, 
plainly shows the large openings in the stay sheets for water 
eirculation. ‘The interior of the firebox nearly completed, Fig. 
5, shows the great amount of heating surface free from stayboit 
heads. The sectional construction provides for the expansion 
of the arches so that enormous stresses may not be set up by 
great changes in temperature. The sections are supported by 
stay sheets, properly perforated to allow for the horizontal cir- 
culation of water and steam. The stay sheets are shielded 
from the fire side of the box and are thus protected from the 
action of the active flames. 

Preparations for the Test—The test was made on one of the 
largest boilers, with no special changes except for the purpose 





PYROMETER 
LEADS-~ 


WATER 





DRAFT NER 
Fig. 2—Cross-section of Boiler through the Firebox. 


of record, and under conditions that might occur in service. 
Che boiler was set up, as shown in Fig. 6, at a point north of 
the Topeka shops, and sufficiently removed so that in case of an 
explosion the least possible danger to life and property might 
result. Water was forced into it by a pump, to the left and 
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eighty yards away. Oil was used for fuel, and a special valve 
was introduced so that it could be shut off quickly. 

The usual working pressure of these bcilers is 225 pounds, 
and the pops were set as close to that as practicable. No pro- 
vision was made for carrying away the steam generated, except 
by allowing the boiler to blow cff. Compressed air was piped 
to the stack to produce sufficient draft to maintain combustion 
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of Boiler and Location of Testing Apparatus. 
and keep up the pressure. Two pressure gages were used so 


that one might check the cther. A lever was connected to the 
blow-off of the boiler, so that it could be operated frcm a point 
near the pump, in order that the water might be lowered in the 
boiler. A second or special gage glass was attached to the boiler 
head to indicate the level of the water relative to the top of the 
crown sheet during the test. 

Two pyrometer couples were inserted in the steam space of 
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Fig. 3—Jacobs-Shupert Firebox in Course of Construction. 


the firebox with leads extending to a proper shelter, where tem- 
perature readings were made. The pyrometer couples were 
placed in the second sections from the back and the front of the 
firebox, and indicated the temperatures of the crown slieet on 
the steam side. The line of projection of the lower portion of 
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the crown sheet was painted on the back head of the boiler, as 
shown in Fig. 7. The location of the gage glasses, pressure 
gages and pyrometer leads are also shown. 

A position of safety was provided for witnesses of the test, 
such that the water levels and gage pressure could be seen with 
the aid of field glasses and telescopes. Observers taking read- 
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sion as representatives of the 
test. 

Test—A hot crown sheet test was made on the morning of 
September 26, 1910, between six and seven o’clack. The boiler 
had been fired up for some time previous to the test, and the 
pops were registering intermittently with the boiler pressure 
at 225 pounds. The water was lowered until it showed only 
one inch above the crown sheet, when all the witnesses, except 
two, retired to a distant place of observation. 


government to witness the 


The water was 

















Fig. 4—Another View of Firebox in Course of Construction. 


ings were provided with a steel shell, placed on a flat car a little 
to the left and back of the boiler head. This shell was cabled 
to the track and braced so as to eliminate, as far as possible, the 
clement of danger in case of explosion. A photograph, Fig. 8, 
taken immediately after the test, shows the boiler, the oil tank 
supplying oil for fuel, and the protection shield used by the 
engineer of tests and his assistant, who took observations during 
the test. The leads from the pyrometer couples are shown 
entering the door in the shield, while the temperatures on the 
top of the crown sheet were indicated on the pyrometer placed 
on the floor, directly before the observers. E. L. Gibbs, inspector 
of safety appliances, and Frank G. Ewald, an inspector of the 
Interstate Commerce Commission, were present on this occa- 


Fig. 5—Interior of Jacobs-Shupert Firebox nearly Completed. 


then lowered until it was level with the top of the crown sheet. 
During the period of the iowering of the water the safcty valve 
popped continuously and the boiler pressure was maintained 
constant. 

The water was blown off to 4 in. below the top of the crown 
sheet in three minutes, and at the rate of 1,210 pounds per 
minute. Two minutes after the crown sheet was bare tiie fire- 
box showed the effects of expansion due to the heating of the 
crown sheet, by very slight openings in the stay sheets near the 
middle of the firebox. The leaks from these openings were 
slight and would not be considered of any consequence in or- 
dinary service. The reason for the opening of these stay sheets 
was due to the construction, which allowed them to be butted 














Fig. 6—Boiler Ready for the Test. 
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Fig. 7—Boiler Under Test with Water 414 In. Below Top of 
Crown Sheet. 


together instead of being formed from one piece, as is the pres- 
ent practice. 

The crown sheet heated up gradually at an average rate of 67 
deg. per minute for a period of ten minutes, at which time the 
temperature of its front section was 1,125 deg. Fahr., and at the 
back section was 1,065 deg. The pressure as shown by both 
gages was 230 pounds, although all the pops were blowing off. 
The water level was 6 in. below the top of the crown sheet. In 
Fig. 7 a photograph is shown, taken a short time after th» crown 
sheet was bare, with the water level showing 4% in. below the 
crown sheet, and the gages standing at 225 pounds pressure. 
The pops were blowing off at that time, and the photograph 
also shows a slight steam leak occurring a little below the pyro- 
meter leads. Toward the end of the test, when practically all 
of the crown sheet was bare and a large amount of hot metal 
was exposed, the steam from the blow-off was considerably 
superheated. 

Ten minutes after the crown sheet was bare, and it had been 















Fig. 9—Flue and Crown Sheets After the Test. 


heated to a temperature of 1,125 deg., water at 60 deg. was 
forced into the boiler. The fire was cut off at this time, as it 
was not deemed advisable to continue it with the exposed crown 
sheet during the period of filling the boiler with cold water. 
Simultaneous with the injection of the water into the boiler 
the pressure dropped a few pounds and the water fell in the 
lower gage glass so that it was not visible. 

Several witnesses approached the firebox when the water was 
still 3 in. below the crown sheet and observed that the crown 
sheet was still red. Eight and one-half minutes after the pumps 
were started the water was at the crown sheet, the pressure 
at that time being 215 pounds. Within fifteen minutes after the 
close of the test the interior of the firebox was inspected by 
George Austin, generai boiler inspector, Santa Fe System; 
Frank W. Shupert, boiler foreman, and others. They reported 














Fig. 8—Boiler After the Test Showing Location of Fuel Oil Tank and Protection Shield. 
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no distortion of sections nor opening of seams, but indications 
of an overheated crown sheet, such that in a firebox of ordinary 
construction would cause a dangerous explosion. 

Observations —The following observations of temperature, 
pressure and water level were made during test: 


Actual Temperatures. Pressure Gage Readings. 


Time. Front. Back. Right Gage. Left Gage. 
6:43 a. m. 440 395 225 223 
6:45 a. m. 540 495 225 223 
6:46 a. m. 740 630 225 223 
6:48 a. m. 860 845 225 223 
6:50 a. m. 1030 995 225 223 
6:51 a. m. 1055 1030 225 223 
6:52. a. m. 1115 1060 230 230. 
6:53: a; Mi. 1125 1065 230 230 


Distance of Water Below Crown Sheet.—4 in. at 6:43 a. m.; 5 in. at 
6:47 a. m.; 5% in. at 6:50-30 a. m.; 6 in. at 6:52 a. m.; 6 in. at 6:53 
.m. Oil valve shut off at 6.53 a. m. 


Results of Test—As soon as the boiler cooled down suffi- 
ciently the water was removed, the boiler dismantled and the 
jire pan removed. Three hours after the test had been con- 
cluded the boiler was turned over, and an opportunity was af- 
forded for a more rigid inspection to determine its exact con- 





Fig. 10—Partial View of Crown Sheet After the Test. 


dition. Several photographs were taken to show the condition 

of the sections and that portion of the crown sheet that was 

overheated, as well as the condition of the flues and flue sheet. 

The whitened portions of Figs. 9 and 10 show the parts of the 

crown sheet that were overheated during the test. 

Close examination of the sections showed no distortion due 
overheating in any portion. There were no leaks between 
sections and no flue leaks. An inspection of the interior 

oi the boiler on top of the crown sheet showed the characteristic 

blue color that accompanies the overheating of a crown sheet. 

The intensity of the color increased towards the center of the 

sections, showing that the temperature was much higher at the 

central portion than at sections where the pyrometers were 
located. 


< 


The boiler tubes, as may be noted from Fig. 9, were not in- 
serted in the back flue sheet in the usual manner, but were 
welded in by the oxy-acetylene process. The diagrams, Figs. 
1 and 2, show the general dimensions of the boiler and the 
location of various pieces of apparatus during the test. On 
these diagrams the customary water level is shown as well as 
the ordinary low water level, which indicates the danger point 
to the engineer. A line has also been drawn to show the actual 
low water level as recorded during the test when the water 
was 6 in. below the crown sheet. By reference to the cross 
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section it will be seen that eleven tubes were entirely out of 
water, while eight were only slightly in contact with the hot 
water. 

Deductions and Conclusions—As a result of the test, and ex- 
perience with locomotive fireboxes of ordinary construction, the 
following deductions and conclusions were drawn: 

The Jacobs-Shupert sectional firebox is stronger than an or- 
dinary locomotive firebox with the sheets held together by 
staybolts. The overheating of the crown sheet of the Jacobs- 
Shupert firebox does not decrease the holding power of the 
staybolts and rivets, owing to the protection afforded by its 
being shielded from the flames. The ordinary firebox with 
its numerous staybolt heads fully exposed to the intense heat 
of the flames has its strength reduced sixty-five to seventy-five 
per cent., due to the overheating of a crown sheet in case of low 
water in the boiler. The Jacobs-Shupert firebox is not subject 
to undue stresses, due to changes in temperature, because of 
provision being made for free expansion of the individual sec- 
tions. Its form of construction gives protection from explosion 
and consequent danger in case of the water being below the 
crown sheet and the crown sheet getting red hot. Its form of 
construction is such that in case of rupture the firebox will not 
be entirely torn apart, as results with ordinary fireboxes, there- 
by causing a dangerous explosion. The firebox was subjected 
to a pressure, temperature and low water test, such as would 
have caused a violent explosion in case of an ordinary firebox. 





THE INDIANA “RAILROAD CONVENTION.” 


The third Annual Indiana Railroad Convention (managed 
by the State Railroad Commission) was held in Indian- 
apolis, November 9, 1910. About 100 superintendents, enginemen 
and conductors were present. Chairman Wood of the State 
commission welcomed the railway men to the convention and 
stated that its object was to consider the conservation of man 
by the prevention of accidents. He referred to the death of 
Elmer Reeves, a member of the second annual convention and 
chairman of the committee to supervise the accident reports. 
Mr. Reeves lost his life when his engine was derailed. 

The “Prevention of Accidents” was the subject of an address 
by A. M. Schoyer, general superintendent of the .Pennsylvania 
Lines West of Pittsburgh, Northwest system. Extracts from this 
address are given in another column. 

“The Conservation of Men” was the subject of a talk by Ralph 
C. Richards, general claim agent of the Chicago & North 
Western. Mr. Richards said that while it was commonly thought 
by the public that the greater number of injuries and deaths 
resulted from collisions and derailments, the railway officer knew 
that from ten to fifteen times as many were caused in the same 
length of time by what are termed, “little accidents,” or accidents 
in which one enployee was killed or injured at a time and about 
which the public learned little. The best way to reduce railway 
fatalities, said Mr. Richards, was to employ good men and then 
educate them for the duties of the service. It is folly to make 
rules against certain practices on the part of employees, and then 
sit by and watch the rules violated time after time without 
offering to discipline the men for infraction. 

Mr. Richards spoke of the block system and the installation of * 
safety devices, but declared that the first requisite was the choice 
of men. Choose good men and then see to it that they are 
educated to the work of obeying the rules of the road and the 
law of the land. It is unjust to criticise the roads for employing 
old men and foreigners. Old men, many of whom have become 
incapacitated for their work, are given places as watchmen and 
they are far more reliable than younger men. He spoke a good 
word for the foreign born employee; they are faithful and re- 
liable. The companies cannot afford to provide pensions to take 
care of their aged men and so have to place them at crossings. 
Men from 60 to 70 years old give good service in that line. 

At the request of Chairman Woods Mr. Richards explained 
the North Western’s plan of organizing committees of safety to 
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save the lives of employees. The loss of a brakeman or other 
employee means something to a railway. A new man must take 
his place and this increases the hazard to other employees. He 
advocated a department to employ men and a rigid plan of 
educating them to do the work assigned. It takes less time to 
prevent an accident than to make a report of it afterwards. 

The “loan shark” in his relation to railway men and railway 
safety was discussed and with one accord denounced. He is a 
menace to the public by preying on railway men who, harassed 
by his methods, forget train orders, become careless and contri- 
bute to accidents. Often they flee to another state, leaving the 
road short of experienced men. By resolution the railroad com- 
mission was instructed to recommend that the next Legislature 
pass a law to curb the operations of loan sharks. 

The matter of accommodation to passengers and the necessity 
of keeping the billboards in good shape at stations was discussed 
freely. It was admitted that station agents frequently became 
careless of their duty, would write illegibly on the boards and 
become arrogant when questioned by passengers. 

The appointment of an advisory board for the year was left 
with the railroad commission. An interesting illustrated lecture 
was given at night by’ Col. B. W. Dunn, of New York, on the 
best methods of handling explosives for shipment. 


MR. SCHOYER’S ADDRESS. 


The scientist tells us today that the battle with disease is three- 
quarters won when its direct cause is discovered. After the 
germ is located its destruction is inevitable. The same thing 
must be true with a matter of this kind. To prevent railway 
accidents they must be analyzed until the main cause has been 
located, and the efforts of the doctors must be applied to the 
destruction of that cause. 

It is somewhat difficult to locate the germ for accidents to 
travelers on the highway. This class must be largely due to 
carelessness on the part of the public, assisted, occasionally, by 
’ similar carelessness on the part of crossing men or other rail- 
way employees. 

In England the traveler on the highway, in his vehicle, ap- 
proaches a crossing at grade. He finds the way barricaded by 
substantial gates. There may be no train in sight—and there 
usually is not—but the vehicle stops and waits until the gate- 
keeper, usually advanced in years and in a greater or less state 
of decreptitude, comes out of the house, carefully looks up and 
down the line, unlocks the gate and lets the patient traveler by. 
It will make no difference to the gate-keeper that another vehicle 
is in sight approaching the crossing. The gates are again closed 
and locked, the gate-keeper again enters his house, and when the 
next traveler approaches the same procedure is gone through 
with. If a passenger train be due, whether in sight or not, the 
gates usually remain down until that train passes, which oc- 
casionally is discomfiting when the train is late and the crossing 
watchman or watchwoman, as the case may be, has not been 
notified. American travelers would not stand such procedure for 
a minute. They demand that the gates be up and the crossing 
open at all times except when trains are passing. In Great Britain 
and on the Continent the gates are down and the crossing is 
closed at all times except when a vehicle or a traveler is passing. 

On the subject of trespassers one of the common statements is 
that if the railways of this country were to build walls and fences 
around their tracks, as is done abroad, there would be fewer 
accidents. That is true. The railways of Great Britain are 
surrounded by a splendid and impenetrable wall; that wall is 
the law of the land. It is a misdemeanor to walk on the tracks. 
And the law is enforced. There is little or no trespassing on 
any of the railways there. In this country there is practically 
no law against trespassing on the tracks. * * * Ina large city 
in a neighboring state a number of men and women were in- 
jured, and several killed, while trespassing on the railway in the 
vicinity of a large classification yard where coal was received. 
The poor, unfortunate people were endeavoring to augment their 
winter’s supply of fuel from the coal which fell from cars along 
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the right of way. Warnings were unavailing; removal by force 
merely resulted in the immediate return of the trespassers or of 
their relatives, and so it was determined to arrest a few of these 
persons found in the yards and have them arraigned for stealing 
coal. What was the result? The prisoners were set free, the 
railway company paid the costs, and the police officers of the 
road were notified that if they brought any more persons before 
the magistrate on that charge they would be imprisoned them- 
selves ! 

* * * Many accidents to workmen who do not understand 
English could be prevented by having interpreters who can talk 
to’ them and show them the dangers, and by a more thorough 
course of education of the green men employed; also by better 
supervision. In other words, if we tell the men what we expect, 
how to take care of themselves, how to do the work and then 
see that they do it, undoubtedly we shall greatly reduce this 
very prolific cause of accident. 

The carelessness of the employee is a matter with which we 
have to deal.. What causes it? Take one of the smaller causes 
of accident, the so-called boiler explosions. Every year scores 
of men practically commit suicide or manslaughter because they 
will not obey the rules which prohibit dependence on the water 
glass or because they forget the matter of water for the boiler, 
or because they recklessly take chances. Only one thing ‘can 
kill this “germ’—require absolute obedience to the rules. + 

The railway companies are increasingly careful as to safety 
appliances, partly due to the stringent national and state laws 
and partly to their own initiative. Safety appliances on cars and 
switches, stations and shops, are more carefully looked after 
and more uniform in character than ever before. The railways 
are adopting block systems almost universally. Some roads are 
adopting expensive lock-and-block systems. Others are adopting 
the almost equally expensive automatic system. There is, how- 
ever, a simple block system which is, in the judgment of the 
speaker, applicable to most roads and which is less expensive, 
namely, the single-track block (simple manual) system as out- 
lined in the rules of the American Railway Association. These 
rules are so clear, so easily understood and so readily enforced 
that they can be put into effect anywhere with splendid results. 
* * * There is a mistaken idea that the most expensive sys- 
tems must be used everywhere * * *, 


Another “ounce of prevention” can be used by the railways 
in the original choice of men. There are times when the pressure 
of business is felt and the need of additional men to handle the 
business is burdensome, when railway officers feel inclined to 
let down the bars and employ all applicants. When this is done, 
it is followed, sooner or later, by accidents which, if carefuliy 
investigated, could clearly be shown to result from the choice 
of improper men. The pressure of “organization” is undoubtedly 
felt by many roads in this matter, thus limiting their choice of 
men. It is essential to the safety of railway operations that the 
choice of men should be unrestricted, and that the greatest care 
should be exercised by the companies, who are alone responsible 
to the public. After these men are employed they must be 
educated carefully and painstakingly, they must be shown how to 
perform their duties, and they must be trained in the rules and 
regulations and examined in them; and then, the right men hav- 
ing been chosen and educated, after thorough and proper ex- 
amination, the great work of discipline commences; and this 
is where the railway company must again use the greatest care. 

The railway organizations of the men are usually called 
“brotherhoods.” Being brothers, they feel that they must stand 
by each other, and feeling that they must stand by each other, the 
effort of the organization is to see that its members retain their 
positions, or having been discharged or suffering severe penalties 
for violation of rules or neglect of duty, that they be rein- 
stated or that the penalty be lightened. The quarterly and annual 
reports of many of the leading brotherhoods contain long lists 
of men who have been reinstated in their positions or whose 
penalties have been lightened by reason of the efforts of the 
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brotherhood. One of the greatest causes of accidents in this 
country today is the interference with discipline on the part of 
organizations or of others. Every time a man who is respon- 
sible for an accident has had his sentence shortened or has been 
-eturned to duty after being discharged, by reason of the inter- 
ference of his brother employees or his organization, or of others, 
it is inevitable that other accidents of a similar nature will occur 
—not by the action of that employee, but through the negligence 
of others who will be led to feel that they can successfully neglect 
the rules or their duty and be relieved from the results by the 
strength of the organization or friends behind them. 

The railway organizations have done great things for the 
morals of the men, and the character of the men has been im- 
proved by them. Without organizations, probably, many in- 
justices would have taken place in the way of pay or conditions, 
which at the present time do not exist. But when an or- 
eanization attempts to interfere in the matter of discipline or 
attempts to cause the companies to review their disciplinary 
action, carefully taken after accident or infraction of rule, 
then they are interfering with the safety of the public and of 
their fellow employees; and such _ interference 
be tolerated. * 


should not 


GRAPHIC COMPARISONS OF TONNAGE. 


BY F. A. PARKER. 


On nearly all trunk lines and particularly on certain districts a 
constant change of varied extent and time interval between turn- 
ing points is taking place in the direction of business. For ex- 
ample, on district “B” for the first week of the month we moved 
25,000 tons one mile westbound, against only 20,000 tons east- 
hound, while on the next week the direction of business re- 
versed, as was likewise the case during the third and fourth 
weeks of the month; all of which sums up to the fact that this 
district suffered a variation of about 20 per cent. between the 
directions of business all the month; and, obviously, grades 
being equal both directions, engines were running 20 per cent. 
light all the month to balance power. 
however, will show for the above example that practically equal 
gross tonnage was handled in each direction. Explanations of 
low tonnage per train and consequent increased cost of train 
service are naturally in order, but unless an explanation can 
be presented which will readily appeal to the comprehension of 
a Missourian the case is usually lost. 

The above condition also gives the mechanical department a 
thrust, due to the fact that consumption of coal is computed on 
both a basis of tonnage per train as well as engine miles and 
that an engine is burning practically as much coal in balancing 
power 20 per cent., light as with a full train. The mechanical 
department then stands open to criticism for a condition over 
which it has no control and with no data from which to explain. 
Of course, we can tell them that a boat came in at the Gulf 
with six trains of bananas, and before we could have returned 
engines with trains in the natural course of events the second 
boat was due, and the power to meet the second boat was in a 
manner necessarily hurried away from traffic which the impor- 
tance of the second boat would not permit it to remain for, but 
with no better final result than a cross haul of lights. Again, in 
another phase, we can tell them that the power to meet a cer- 
tain day’s heavy run of fruit and meat was obviously run away 
from business in the opposing direction, with the result of 
another little cross haul of lights. But the mechanical man as 
well as the average operating man goes away with his head 
swimming with these explanations, and even if he is convinced 
(I myself would not be, and I doubt very much if he is) he ha 
nothing to show his superior why cost of train service is so 
high or why (apparently) an excessive amount of fuel has 
been used. 

This is why a graphical method showing the exact condition 
of the volume and direction of business by days would be the 
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most satisfactory explanation which could be given in connec- 
tion with a monthly tonnage statement. 

Regardless of the total ton mileage made in a certain direc- 
tion on a certain day, that quotient from the total ton mileage 
divided by total train mileage for that day, compared with a 
similar computation of the opposite direction, determines the 
true direction of business. The higher of the above true average 
tonnage per train is the ruling direction of business. Condi- 
tions may be such that for a day or perhaps two days or a 
little longer the volume of business in the negative direction 
will possibly exceed that of the ruling direction, and yet the 
maximum train haul in the desired direction of traffic can be 
maintained, it being apparent to the director in charge of power 
that the slight reversal is only temporary and that if the nature 
of business will permit, and if sufficient power is at hand, the 
turning point may be overcome without reversing the direction 
of light power. In the extreme phases of the direction of busi- 
ness we come to a sample of the graphical chart, as shown 
accompanying this article. The only absolutely correct way to 
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Graphic Tonnage Record. 


handle the matter would be to have reports from the superin- 
tendent of car service, in whose office ton mileage would be 
computed direct from wheel reports, same as the monthly ton- 
statements; but inasmuch as this, together with the 
monthly statement, would be later than ordinarily desired it 
would be much more desirable to have the figures computed on 
the train despatcher’s tally sheets, as in the case of the Rock 
Island form, on mileage for -the benefit of the 
mechanical department (in comparing coal results with each 
engineer’s record) is made on the train despatcher’s tally sheets. 
From such a form the total ton mileage, divided by the total 
train mileage in each direction, equals the true tonnage per train 
for that direction and can be quickly entered up each day on 
the graphical chart already prepared, thus reflecting the true 
condition of affairs day by day. At the end of the month a 


nage 


which ton 


tracing and blue print of it could easily be made and mailed to 
the proper officers. 
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Double Track Railways in Wisconsin and Upper Michigan. 














NoveMBER 18, 1910. 


TESTS FOR COLOR VISION IN NEW SOUTH WALES. 


BY DR. G. H. TAYLOR, 
Medical Officer, N. S. W. Government Railway. 

Since 1906 the tests for color sense of candidates for employ- 
ment in the New South Wales Government Railway service have 
been Holmgren’s wools and Williams’ lantern. The retesting of 
men for color vision on the running lines has been by Williams’ 
lantern alone. Experience having shown that owing to the disks 

















Eye-Testing Lantern; New South Wales Government 
Railways. 


moving in a regular sequence the colors in the Williams lantern 
could be learned by a person with defective color sense, experi- 
ments were entered upon in order to devise some modification 
whereby any color or combination of colors could be shown at 
the will of the examiner. As a result of these experiments the 
lantern Shown in the photograph was designed and made by the 
interlocking engineer of the New South Wales Railways, Charles 
Wilkin. The colored glasses in the Williams lantern are re- 
tained, but by the introduction of a second disk various com- 
binations can be shown at the will of the examiner. The disks 
are gotated by handles at the side of the lantern. Pointers 
attached to these handles indicate on a vernier the numbers of 
the lights shown. The original numbers are retained, so that no 
alteration has been necessary in the method of keeping the 
records, 

Any method of color testing depreciates in value when it is 
used to tutor intending candidates, and this is openly done in 
regard to Holmgren’s wool test and the old Williams lantern. 
It is remarkable how a candidate in whom a defective color 
sense has been clearly demonstrated, even a defective sense of 
red, can be tutored in the wools and the old lantern to deceive 
an examiner. As his sense of shade, however, iS never reliable, 
he may suddenly, after naming correctly a number of red and 
green disks, name a red, green or white. If examined by a 
method new to him, detection is not difficult. The key to a 
candidate’s color sense is undoubtedly his sense of green. The 
smallest degree of defect revealed by the modified lantern is 
failing to see color in the two pale greens and calling them 
white. This defect is not invariably confirmed by Nagel. The 
two pale greens show one with a little more color in it than the 
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other. When a candidate, with both of them in view names 
one white and other green, it indicates a more serious color 
defect. This is, in the cases I have tested, always confirmed by 
examination with Nagel, the distinction being that the candi- 
date in naming one white and the other green is using his 
sense of shade and not his sense of color. The conflict of 
opinion that occasionally occurs in different examinations of a 
candidate by Holmgren’s wools is due in a majority of cases to 
atmospherical conditions. In an unsatisfactory light a man with 
a feeble color sense may fail in his green test and satisfy the 
examiner under more favorable conditions of light. In the 
Nagel test, which is a severe one, but which could be learned 
by an incomplete color blind, a good light is absolutely neces- 
sary. In a failing light or in gas light persons with normal 
color sense confuse the gray spots with green. If a candidate 
confuses red with green or green with red he is recognized 
by public opinion as a color bind. If he sees no color in red 
and calls red white, there is also a certain degree of appeal to 
the ordinary man; but if he confuses pale green with white in 
the lantern test, or if in matching green in Holmgren’s his only 
mistake is to pick gray or brown wools, the uneducated man 
is not impressed. 

A color blind engine driver is protected from mistake under 
favorable conditions (1) by his perception of shade, the signal 
lights used, red and green, being of a standard pattern; (2) by 
his exact knowledge of the locality of distant and home signals; 
they are not flashed upon him suddenly; (3) by the color sense 
of his fireman. In shunting operations, however, where a con- 
fusion between white and green may at least imperil the life 
of a shunter, he must act promptly, guided entirely by his sense 
of green. 

About 12,000 men have been examined in the medical officer’s 
rooms in regard to color sense since my appointment two years 

















Front View of Lantern. | 


ago. Of these, 4.92 per cent. were found to have defective color 
sense; classified as red blind, 2.16 per cent.; green blind, .12 per 
cent.; incomplete color blind, 1.12 per cent., and feeble color 
sense, .41 per cent.; and 1.12 per cent. failed only in the ‘tantern, 
the failures in the lantern being subsequently confirmed by 
Nagel’s method. I am satisfied that a man should not be ad- 
mitted to the railway service as a worker on the running lines 
who in any degree has a defective sense of red or green, and 












974 


that a man in the service and working on the running lines must 
be regarded as unfit if it can be shown that he fails to recognize 
green under conditions that 95 per cent. of ordinary candidates, 
consisting alinost entirely of youths and young men, practically 
all of them wage earners, and certainly not educated in color 
in the great majority of cases, never fail to recognize. 

No man is rejected whose only error is that he cannot detect 
green in the two pale green disks of Williams’ lantern, this 
being his only error, and not repeated when he is shown their 
contrast to two whites. 

Prior to the adoption of the modified lantern .42 per cent. 
with defective color sense not detected by Holmgren’s tests 
were discovered by the old lantern. The new lantern increased 
the percentage by .7 per cent. 


RESULTS WITH GASOLENE SECTION CARS. 


Last spring, in discussing the use of gasolene section cars on 
the Santa Fe and the St. Paul (Daily Railway Age Gazette, 
March 15, p. 556) we called attention to the plans of the North- 
ern Pacific for putting several cars in service. We are indebted 
to A. M. Burt, superintendent of the Dakota division of the 
Northern Pacific, for the following account of the results of 
this experiment during the past summer. 

About June 1 three gasolene section cars were put in service 
on the Dakota division, the cars being assigned to branch lines 
where the traffic is thin and where there are few obscure curves. 
In each case two sections were consolidated under one section 
foreman, the longest section as consolidated being 22 miles and 
the average 18.3 miles. The section foremen take a great deal 
of interest in the cars, and it has been quite a surprise to find 
how few delays occur on account of trouble with the motor. 
The service record of the three cars for the four months they 
have been in service, to September 30, is as follows: 

Per car 


per month. 


Amount of delay account trouble with motor.............. 32 minutes 


in Eee). cates SERRE RSE AE RESO REE SOURED EROS A 507 miles 
nT once uke cab EAERS SAR ENTS ESSER ES EUD SSD AEDS RS 25 1-6 gal. 
ee ee ee Ee SR er ee ee ee ey re 1 1-10 gal. 
SROGERRE | CASES 00 CONE ore ass cde eS ¥a Sa due pa’ palens $4.60 

REE: sins itn sa'aau hb anesa eben bans seks be sis bese ee 0.00 


It is impossible to estimate accurately the saving that has been 
effected, as we have no accurate measure of the work done per 
man, but from my observation it seems unquestionable that one 
foreman and five laborers with a motor car will do fully as 
much work as two foremen with three laborers each without 
the car. On this basis the account to date would stand as 


follows: 

Four months’ pay of section foreman, at $55............+.22005- $220.00 

Four months’ pay of one section laborer, at $1.5@ per Gay...... + 156.00 
et PS oie eee te rye ey er eS hoe PT PE EET eT TE ee $376.00 

Less supplies for four months, at $4.60 per month............... 18.40 
Net saving per Car for four UMOMthBs:6ocs cocci veces csvcsvscce 357.60 


The cars therefore have much more than saved their entire 
first cost in the four months they have been operated. 

The saving shown above is considerably more than we can 
expect to average the year around on account of the small 
forces employed during the winter months and also on account 
of the fact that repairs will have to be considered as the cars 
grow older. Up to this time no cars have been put in service 
on the main line, and I am not fully convinced that it is advisable 
to install them where a heavy traffic is handled on a single track. 
Eventually we shall probably come to this, but it seems desirable 
to go a little slow and educate the men gradually. 

Some of the incidental advantages of the motor car for North 
Dakota conditions are: 


(1) Better labor supply. In summer we depend largely on 
Italians and Greeks for section laborers, and they will not work 
in crews of less than five or six men on account of difficulty in 
furnishing their own subsistence in smaller crews. This makes 
too large a gang for the average branch line section, but with 
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the long sections handled with the motor car crew of this size 
can be used to advantage. 

(2) The men are fresh when they arrive at the place to begin 
work instead of tired from an hour or more of hard pumping 
against a Dakota wind. 

(3) Smali improvements can be handled to advantage by 
bunching two or three section crews instead of having to use an 
extra gang, and on occasion men can be concentrated ona weak 
place at a long distance from section headquarters. One small 
piece of track laying was done this summer by sending a yard 
crew 13 miles to help the regular section crew. They were 
always at work before 8 o’clock and did not quit until 5:15. In 
another instance a section crew worked for about two weeks 
helping the adjoining section foreman, on account of very heavy 
tie renewals and shortage of labor, and this work was done 
from 12 to 15 miles from section headquarters, with less than an 
hour’s loss of time for the trip in either direction. 

To make the installation of motor cars a success it is very 
essential to have a roadmaster thoroughly interested in the sub- 
ject. All cars on a roadmaster’s district should be of the same 
make and pattern to minimize the number of repair parts carried 
and lessen the difficulties in educating the section foreman, and 
an extra car should be provided and held at the roadmaster’s 
headquarters as a relief car on the same principle as relief en- 
gines are maintained for locomotives in regular service. 


FOREIGN RAILWAY NOTES. 


The report of the chief commissioner of the New South 
Wales, Australia, government railways and_ street railways 
for the fiscal year ended June 30, 1910, shows a total surplus of 
$2,761,392, an increase over the previous year of $486,501. 
Of the total surplus $2,538,320 was earned by the railways and 
$222,972 by the street railways. For the preceding 12 months 
the figures were $1,647,015 and $384,786, respectively. The gross 
earnings increased from $24,436,323 to $26,660,750, an improve- 
ment of 9.09 per cent. The return per average mile open for 
traffic, after paying working expenses, increased from $2,833 
to $2,960. The railway mileage open for traffic on June 23, 1910, 
was 3,643, 17 miles having been added; total expenditures $237,- 
777,191. Passengers increased from 53,051,556 to 53,644,271, and 
vielded an increased revenue of $501,557. Other increases were: 
General merchandise, 139,025 tons; wool, 6,687 tons; live stock, 
27,013 tons; hay, straw, chaff, 29,266 tons. Of coal and coke 
1.321,823 tons less were carried, due to the coal miners’ strike, 
but other minerals increased by 53,291 tons. This reduced car- 
riage of coal and coke reduced the total freight carried by 905.- 
891 tons, but the earnings from all sources increased by $2,222,- 
308. During the last three years 198 locomotives, 288 passenger 
cars, 2,170 general freight cars, 350 cattle cars and 301 sheep 
cars have been purchased, and 45 locomotives, 155 passenger 
cars, 1,136 freight cars, 45 cattle cars and 55 sheep cars are now 
under order. The street railways have also shown increased 
profits; 16534 miles of line were open for traffic at the end of 
June, and there had been added to the capital expenditure 
$2,022,081, bringing it to $22,680,353. The total earnings 
amounted to $5,761,860, an increase of 8.02 per cent. The per- 
centage of expenditure to receipts was 82.96 as compared with 
79.77 in 1908-9. During the year 201,151,021 passengers were 
carried, 


The French colonial press finds new cause for enthusiasm in 
the completion of still another railway leading from the Atlantic 
to the interior of Africa. The new line, which runs from 
Konakry, the port of French Guinea, to Kurussu on the Niger, 
is upward of 360 miles long and will henceforth be the shortest 
route from the ocean to the navigable Niger. - 

At the present time freight for Timbuktu, and all the Niger 
river ports, is landed at Dakar in Senegal, transferred by rail 
to St. Louis, at the mouth of the Senegal, thence transshipped 
to Senegal river steamers, 
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AMERICAN RAILWAY ASSOCIATION. 


The fall session of the American Railway Association was 
held at the Planters’ Hotel, St. Louis, Mo., November 16. 
There were present 198 delegates, representing 159 members. 
The executive committee reported that. the membership now 
comprises 346 members, operating 252,855 miles of road, an 
increase of 3 members and 1,416 miles. Associate membership 
comprises 85 members, operating 4,160 miles, and increase of 4 
members and 1,207 miles. The committee further reported 
that Fairfax, Harrison, Chicago, Indianapolis & Louisville, 
and H, E. Byram, Chicago, Burlington & Quincy, had been 
elected members of the committee to fill vacancies. 

The committee on transportation presented a report sub- 
mitting several questions and answers concerning practice 
under the Standard Code and the standard form of detour 
contract duly approved by the association. The committee 
recommended that the detour contract be revised, and the 
following resolution was adopted: “Resolved, That the 
charge for detouring movements in which the foreign com- 
pany supplies its own engines, enginemen and firemen be 
advanced from fifty cents to one dollar per train mile, and 
for such movements in which the home company supplies 
engines, enginemen and firemen the rate be advanced from 
one dollar to two dollars per train mile; and that the com- 
mittee on transportation be authorized to make changes in the 
detour contract necessary to conform to those rates.” 

The committee on maintenance presented a report of 
progress, and gave a summary of replies received to circular 
No. 1024, showing the number of freight cars fitted with 
air brakes and of engines equipped with power brakes in 
use July 10, 1910, as follows: “Number of members report- 
ing, 339. Freight cars in service, 2,272,482; fitted with air 
brakes, 2,251,025; not so fitted, 21,457. Engines in service, 
62,250; equipped with power brakes, 62,223; not so fitted, 27. 
Of new equipment, other than passenger, under contract or 
construction, freight cars to be fitted with air brakes, 122,296; 
engines to be equipped with power brakes, 2,103.” 

The committee on the safe transportation of explosives 
and other dangerous articles included, in its report, a report 
from B, W. Dunn, chief inspector to the executive committee 
of the bureau. The committee also submitted copies of the 
several circulars issued since the last meeting of the associa- 
tion respecting the transportation of explosives and other 
dangerous articles. The committee further reported that 
W. S. Tinsman, Chicago, Rock Island & Pacific, and R. H. 
L’Hommedieu, Michigan Central, had been elected to fill 
vacancies on the committee. 

A progress report was presented by the committee on elec- 
trical working. On the recommendation of the committee 
on relations between railroads, the association adopted a 
memorandum for the guidance and information of employees 
in handling railway business mail, The committee stated 
that the circular in question was formulated by the Associa- 
tion of Transportation & Car Accounting Officers in con- 
junction with the Post Office department. 

The Chicago, Rock Island & Pacific, the Philadelphia & 
Reading and the Wabash were elected members of the com- 
mittee on ithe safe transportation of explosives. The~Balti- 
more & Ohio and the Chicago Great Western were elected 
members of the committee on electrical working. C. W. 
Kouns, Atchison, Topeka & Santa Fe, and J. M. Gruber, 
Great Northern, were elected members of the committee on 
nominations. 

The association decided to hold its next meeting in New 
York, April 19, 1911, 





Directors of the Lehigh have voted to authorize the listing of 
Lehigh stock on the New York Stock Exchange. Lehigh is one 
of the few important railway stocks not heretofore traded in on 
the New York exchange. The matter has been before the board 
of the Lehigh for years. 
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NATIONAL ASSOCIATION OF 
SIONERS. 


The twenty-second annual convention of the National Associa- 
tion of Railway Commissioners was held at Washington this 
week, beginning Tuesday morning. Twenty-two states responded 
at the roll call and about ninety commissioners and other. offi- 
cers were present. Chairman Knapp of the Interstate Commerce 
Commission, in an address of welcome, called attention to the 
importance of earnest and intelligent codperation of the com- 
missioners of each state with those of other states and of all 
state commissioners with the federal commissioners. Except 
as such codperation shall give the country good administration 
and protect the public from bad practices, the demand for gov- 
ernment ownership of the railways and public service corpo- 
rations will increase. Mr. Knapp, however, expressed confidence 
that the commissions would “make good,” and he recounted the 
progress that had been made during the past twenty years, or 
since he first became a member of the federal body. Rebates, 
passes and other demoralizing practices have been practically 
outlawed and railway managers have abandoned their former 
policy of defiance and derision, and now accept governmental 
regulation as a public necessity. 

M. S. Decker, of New York, member of the Public Service 
Commission for the Second District of that state, and president 
of the convention, outlined the subjects on whch action ought 
to be taken. He emphasized particularly the need of investi- 
gating the whole system of express service and express rates. 
The question of a parcels post should also be investigated by the 
commissioners. As telephones and telegraphs are now under 
the jurisdiction of the Interstate Commerce Commission, the 
commissioners of the several states should inform themselves 
fully on the subject. Referring to the radical change that has 
been effected in rate matters, by which secret rebates are now 
“as rare as counterfeiting or train robbery,’ Mr. Decker pic- 
tured a still further advance, saying: “Who may say that to- 
morrow we shall not put in practice through government super- 
vision and cooperation, sought by the carriers themselves and 
fully sanctioned by the force of public sentiment, methods of 
rate construction under which many of the great problems that 
now perplex us will almost magically disappear?” Mr. Decker 
also strongly urged the extension of the same methods of in- 
spection and supervision of boilers over many states, which he 
declared, would result in much saving of life. 

The committees on railway statistics and on simplification of 
railway tariffs placed their reports before the association and 
they were adopted. 

The committee on railway statistics said that replies to in- 
quiries as to the desirability of changing the fiscal year from 
June 30 to December 31 did not indicate any strong desire, 
either on the part of railway commissioners or of the carriers 
interested, in favor of a change of the date for closing the fiscal 
year. In view of such a situation they decided it would be un- 
wise to recommend making the change. 

Other reports submitted to the association for action during the 
present session are the following: On shippers’ claims; on 
common carriers; on rates and rate making; on railway taxes 
and plans for ascertaining the fair value of railway property; 
and on powers, duties and work of state railway commissioners. 


RAILWAY COMMIS- 





The new railway built by the French in Africa runs straight 
from the seacoast to the Niger, and thus eliminates the changes 
from rail to water and vice versa at St. Louis and Kayes on the 
Senegal route. Kurussu, the point where it reaches the Niger, 
is about 300 miles above Kulikoro, where the Niger becomes 
navigable for larger river steamers. An extension of the line 
from Kurussu to Kulikoro will therefore be necessary before the 
new route can compete with the older for passenger and mail 
service. For freight and supplies that can be shipped in barges 
the new route will doubtless at once replace the older. 








The Philadelphia & Reading has made an increase of 5 per 
cent. in the wages of certain station agents, telegraphers and 
men in interlocking signal cabins. 


The Long Island Railroad has just distributed $450 in pre- 
miums for excellence in track work. The first premium for the 
best supervisor’s division went to Frank Turner, and the second 
to C. King. 

Freight brakemen of the Pennsylvania Railroad who have 
been in the service of the company five years are to be given 
season passes, and those who have been in the service ten years 
will have such passes for themselves and wives. 

The New York State Health Commissioner has ordered the 
New York, New Haven & Hartford and the New York Central 
to close the washrooms on all trains passing through the limits 
of the Croton watershed, where the water supply of the city 
of New York might be polluted. 

The voters of South Dakota, who at the election last week 
voted on a proposition to compel the use of electric headlights 
on locomotives, rejected it by a considerable majority. Final 
returns have not yet been received, but it appears that the 
majority against the proposed law will be at least 15,000. 


The National Civic Federation is to hold its eleventh annual 
meeting in New York City January 12, 13 and 14. The federa- 
tion discusses the regulation of corporations and of railways and 
municipal utilities; compensation for industrial accidents and 
arbitration. The state councils, organized by the federation, will 
meet to discuss the unification of the laws of different states. 

The Chicago Great Western announces that the offices of the 
president, vice-president, general manager, general freight agent, 
general purchasing agent and purchasing agent are now in the 
eleventh story of the People’s Gas building, Adams street and 
Michigan avenue, Chicago. The offices of the accounting engi- 
neering, and treasury departments will remain in the Grand Cen- 
tral station, Fifth avenue and Harrison street. 

Purdue University, Lafayette, Ind., has just opened new build- 
ings for instruction in mechanical drawing, descriptive geometry 
and shop work, and dedicatory exercises were held November 
12, with addresses by President Stone, Dean Benjamin and Hon. 
M. W. Mix. The main building is three stories high and con- 
tains 25,000 sq. ft. of floor space; and the shops cover 43,000 
sq. ft. of ground. The new accommodations are sufficient for 
750 students, half in the shops and half in the other departments; 
and the lecture room has seats for 300. 

The New Jersey State Board of Assessors has completed the 
assessment of railway property for 1910. The figures show an 
increase of nearly $18,000,000 in assessed valuation, and on ac- 
count of this increase and an increase in the average tax rates 
the railways this year will pay in taxes practically half a million 
dollars more than last year. The total assessed valuation of rail- 
way property for this year is $296,921,520, as against $279,059,611 
last year. Qn this year’s assessment the roads will pay in taxes 
$5,542,611, of which $4,103,630 goes to the state and $1,438,980 
goes to the various localities as tax on second-class property. 

The Board of Estimate of New York City is considering 
the proposal, which has been laid before it by the State Public 
Service Commission, for the operation by the city of the “Stein- 
way” tunnel, from Forty-second street, Manhattan, to Brooklyn; 
but, according to a statement given out, the board is delayed 
because the Public Service Commission did not present a com- 
plete plan. The commission seems to have given the plan in- 
formal approval, but to carry it out the city must act in accord- 
ance with the offer of the Interborough Rapid Transit Company, 
which proposes to convey the tunnel to the city for nothing; 
but one of the conditions of the offer is that the Interborough 
shall have the privilege of building additional main tracks 
throughout the length of its Third avenue and Second avenue 
elevated lines. 

The strike of express wagon drivers and helpers in New 
York City was terminated by the return of the men to work 
on Monday last. It is agreed that differences concerning hours, 
wages, etc., shall be at once taken up, and that any changes 
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fixed upon shall go into effect December 1. The companies 
agree to take back the strikers without prejudice, except in 
the cases of individuals who have been guilty of unlawful acts, 
and to make no discrimination against any applicant because of 
his membership in a labor union. On Tuesday thirty of the 
strikers complained to the mayor of New York that they had 
been refused reinstatement, and the mayor undertook to in- 
vestigate their cases. It appeared that these thirty had been 
leaders of the strikers, but they say that they have not been 
guilty of any overt acts. 


The annual statement of the Pullman company shows that for 
the fiscal year ended July 31, 1910, earnings from cars amounted 
to $35,365,321, and earnings from manufacturing, rentals, inter- 
est, etc. amounted to $3,515,484. This gave the company 
$38,880,805 revenue in 1910; this compares with total revenue in 
1909 of $33,801,156. Earnings from cars in 1909 totaled $31,686,- 
999, and from manufacturing, etc. $2,114,156. Operating ex- 
penses in 1910 totaled $20,839,570. This is greater by approxi- 
mately $2,300,000 than the expenses in 1909. After the payment 
of depreciation, interest paid to other companies in sleeping 
car associations, and after the payment of $8,798,996 dividends, 
the company had a surplus in 1910 of $5,134,502. In 1909 
$3,999,070 dividends were paid, and the surplus was $2,949,131. 
The company had cash on hand of $13,752,450 in 1910 and of 
$11,618,522 in 1909. Accounts receivable last year totaled 
$9,637,776, and in 1909 $3,871,706. Accounts payable amounted 
to $5,383,741 in 1910, and to $3,860,706 in 1909. 


The Upper Berth. 


The announcement that the Pullman company has decided to 
abide by the order of the Interstate Commerce Commission and 
charge a smaller price for upper than for lower berths will gen- 
erally be hailed with satisfaction. Should the company in its 
generosity go so far as to fix the charge for the upper berth at 
three-fourths that of the lower there would be still further 
reason for gratification. 

To charge the same for the second-story shelf, with which 
those who came late were obliged to content themselves as for a 
first floor reservation has always been unreasonable. The new 
arrangement will afford more economical accommodation to 
those compelled to consider the question of expense, and will 
likewise give larger opportunity to those whose architecture is 
such that without a derrick the upper berth closely approaches 
the unattainable. 

There is a possibility, of course, that those who are com- 
pelled to take an upper Berth, either for economic reasons or 
because they are too late to secure a lower, will be compelled 
to submit to a larger measure of contumelious scorn from the 
colored divinities who preside over the affairs of travelers by 
night; but even that may be, in a measure at least, averted by 
continuous and loudly uttered protestations at the cruelty of 
the fate which condemns one to travel up aloft. 

For those whose accommodations are circumscribed by lack of 
opportunity rather than by lack of funds, the saving in actual 
financial outlay which will result from occupancy of the upper 
berth will at least permit of the purchase of one small measure 
of liquid consolation at the prevailing prices on Pullman buffet 
cars, so that coffsidered from every point of view it seems a 
safe prediction that the traveling public will be happier because 
the Pullman company has kindly consented to heed the peremp- 
tory order of the Interstate Commerce Commission.—New York 
Tribune. 


That “Awful Arbitrary” at St. Louis. 


Shrieks to high heaven about the Terminal’s so-called “arbi- 
trary” on St. Louis commerce are veritably “great noise and little 
wool” when you know the facts. I have noted that some shoe 
manufacturers of this city have been leading the outcry against 
the Terminal. I have thought that maybe the arbitrary was a 
great burden upon our great shoe business. So I made inquiry, 
and here you are: 

There were manufactured in St. Louis last year 24,282,042 
pairs of shoes of a value of $43,300,824. 
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The total shoe trade of St. Louis is $57,310,306; 
sale of 32,136,624 pairs of shoes, in 2,678,052 cases. 
Of this business there were shipped east to points within the 
one hundred mile territory—there is no arbitrary on westbound 
shipments or on shipments beyond one hundred miles to the east: 
1,800,000 pounds 
30,000 cases 
360,000 pairs 
The so-called arbitrary on these shipments was 3 cents on each 
100 Ibs., 1.8 cents per case, and 0.15 cents per pair of shoes. 
A total of $540 per year arbitrary on a business of $57,000,000. 
And that $540 was divided among about 20 shoe manufacturers 
and jobbers. 
Isn’t it awful?—William Marion Reedy in the St. Louis Mirror. 


Railway Business Association. 


indicating a 
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The annual business meeting of the Railway Business Associa- 
tion will be held at the Waldorf Astoria Hotel, New York City, 
at 11 A. M., November 22. A number of important matters are 
expected to come up for decision, and as large an audience as 
possible is desired. 

The annual dinner of the association, which will be held at 
the Waldorf Astoria on the evening of November 22, has been 
subscribed to the limit of the main dining room, and applicants 
for places have been informed that they could only be seated 
in an adjoining room. The acceptances include an even larger 
number of men outside the railway and railway equipment 
interest than at the dinner last year. In addition to the ad- 
dresses already announced to be delivered by Chairman Martin 
A. Knapp of the Interstate Commerce Commission, President 
Daniel Willard of the Baltimore & Ohio, John Claflin, president 
of the H. B. Claflin Company, and the presiding officer, George 
A. Post, there will be some original poems and humorous re- 
marks by Tom Daly, the Philadelphia newspaper writer. 


New York Railroad Club. 

At the annual meeting held Friday, November 18, J. N. Red- 
fern, superintendent of the relief department of the Chicago, 
Burlington & Quincy, presented a paper on “Employers’ Liability 
and Railway Relief Departments.” 


International Congress of Refrigerating Industries. 

At the second International Congress of the Refrigerating In- 
dustries, which has just closed a successful meeting at Vienna, 
Austria, it was decided to hold the third International Congress 
in the United States, in 1913. 


Central Railway Club. 


At the meeting in Buffalo, N. Y., November 11, the following 
officers were elected: E. M. Tewkesbury (South Buffalo Rail- 
way), president; Millard Kells (Lehigh Valley), first vice-presi- 
dent; W. T. Jones (New York Central), second vice-president. 
G. W. Smith, past president of the club and traffic representative 
of the Lackawanna Steel Company, and G. A. Bowman, of the 
B., R. & P., were elected members of the executive committee. 


American Society of Civil Engineers. 


\t the meeting held in New York, November 16, a paper 
Was presented by H. H. Wadsworth on “The Failure of the 
Yuba River Debris Barrier, and the Efforts Made for Its Main- 
tenance.” This paper was printed in the September number of 
“Proceedings.” 


MEETINGS AND CONVENTIONS. 





The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 





Arr Braxe Assocration.—I’. M. Nellis, 53 State St., Boston, Mass. 

AMERICAN ASSOCIATION OF DEMURRAGE OFFIcERS.—A. G. Thomason, Scran- 
ton, Pa.; next meeting, June 22, 1911; Niagara Falls, N. Y. 

AMERICAN AssocIATION OF GENERAL PASSENGER AND TicKET AGENTS.—-C. M. 
Burt, Boston, Mass.; next meeting, St. Paul, Minn. 

AMERICAN "AssOctaTIoN or Loca, Fretcut AGENTS’ AssociATion.—G. W. 
Dennison, Pennsylvania Co., Toledo, Ohio. 

AMERICAN AssocraTION OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 
Carew building, Cincinnati, Ohio. 

American Rartway AssociaTion.—W. F. Allen, 24 Park Place, New York. 

AMERICAN per BripGe ANp Buitp1neG Assocration.—C. A. Lichty, C. & 

N. , Chicago; Sept. 17-19, 1911; St. Louis, Mo. 
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AMERICAN RalILWAy ENGINEERING AND MAINTENANCE OF Way ASSOCIA- 
TIoN.—E. H. Fritch, Monadnock building, Chicago; March 21-23, 
1911, Chicago. 

———- Rattway InpustriaL AssociaTion.—G. L, Stewart, St. L. S. W. 
Ry., St. Louis, Mo.; May 6, 1911; Detroit, Mich. 

AMERICAN Rartway Master Mecuanics’ AssociatTion.—J. W. Taylor, Old 
Colony building, Chicago. 

AMERICAN Toot FoREMEN’S 
ton, Ill. 

AMERICAN RoapBUILDERS’ ASSOCIATION.—-Dec. 6-9; Indianapolis, Ind. 

AMERICAN Society FOR TESTING MATERIALS. —Prof, E. Marburg, University 
of Pennsylvania, Phila. 

eneees ° AN Society oF Civir EnGINEErs.—C. W. Hunt, 220 W. 
New York; Ist and 3d Wednesdays, except July and August; 
Jan. 18-19, New York. 

AMERICAN SociETy OF ENGINEERING Contractors.—D. J. Haner, 13 Park 
Row, New York. 

AMERICAN SoOcIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
29th St., New York; annual, Dec. 6-9; New York. 

American Exectric Ratway AssocraTion.—H. C. Donecker, 29 W. 39th 
St., New York. 

ASSOCIATION OF AMERICAN Rattway AccounTING OrFicers.—C. G. Phil- 
lips, 143 Dearborn St., Chicago; April 26, 1911; New Orleans, La. 

ASSOCIATION OF RAILWAY CLAIM AGENTS. poh R. McSherry, Cc. & &.:%, Chi- 
cago; May, 1911; Montreal, Can. 

AssoctaTION OF RAILWAY ELEcTRICAL ENGINEERS.—G. B. Colegrove, I. C. 
R.R., Chicago. 

ASSOCIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 135 

dams St., Chicago; June 19, 1911; Boston, Mass. 

ASSOCIATION OF "TRANSPORTATION AND Car AccounTinGc OFFicers.—G. P. 
Conard, 24 Park Place, ee York; Dec. 13-14, Chicago; June 20-21, 
1911; Cape May City, N. J. 

Canapian RAILWAY Cius.—James Powell, Grand Trunk Ry., Montreal, 
Que.; 1st Tuesday in month, except June, July ard Aug.; Montreal. 

CANADIAN SOCIETY OF CIVIL ENGINEERS. —Clement H. McLeod, 413 Dorches- 
ter St., Montreal, Que.; Thursdays; Montreal, annual, last week 
January. 

Car ForemMan’s AssociatI1on OF CuicacGo.—Aaron Kline, 841 North 50th 
Court, Chicago; 2d Monday in month, Chicago. 

CENTRAL Raitway Crius.—H. D. Vought, 95 Liberty St., New York; 2d 
Friday in January, March, May, Sept. and Nov.; Buffalo. 

Civit EncINEERS’ Society oF St. Paut.—D. F. Jurgensen, ag" — Si 


Assocration.—O. TT. Harroun, Blooming- 


57th St., 


annual, 


St. Paul; 2d Monday, except June, July and Aug.; St. Paul. 
ENGINEERS’ Society OF PENNSYLVANIA.—-E. R. Dasher, Box 704, Harris- 
burg, Pa. 
ENGINEERS SOCIETY OF WESTERN PENNSYLVANIA.—E. K. Hiles, 803 Fulton 
building, Pittsburgh; lst and 3d Tuesday; annual, Jan. 17, 1911; 


Pittsburgh. 
Freicut Ciaim Association.—Warren P. Taylor, Rich., Fred. & Pot R.R., 
Richmond, Va.; 20th annual, June 21, 1911; St. Paul, Minn. 
GENERAL SUPERINTENDENTS ASSOCIATION OF Cuicaco.—H. D. Judson, 209 
Adams St., Chicago.; Wednesday preceding 3d Thursday; Chicago. 

INDIAN i; RAILWAY AND MECHANICAL CLus.-—B. S. Downey, C., H. & 

Indianapolis, Ind 

Suances MASTER BorLer “Maxers’ Assoc1aTIoN.—Harry D. Vought, 
95 Liberty St., New York; next convention, Omaha, Neb. 

INTERNATIONAL RarLway Fuser Assocrarion.—D. P. Sebastian, La Salle 

St. Station, Chicago; May 15-18; Chattanooga, Tern. 

INTERNATIONAL RAILWAY GENERAL ForEMEN’s AssociIATION.—L. H. Bryan, 
D. & Ry., Two Harbors, Minn. 

INTERNATIONAL RatLway Master Bracxsmitus’ Assocration.—A. L. Wood- 
worth, Lima, Ohio. 

INTERNATIONAL RarLway Concress.—Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 

Iowa RaILway Cvs. —wW. B. Harrison, Union Station, Des Moines, Ia.; 
2d Friday in month, except July and August; Des Moines. 

Master Car Buitpers’ ASsociaTION. A Taylor, Old Colony, bldg., 
Chicago. 

Master Car sand Locomotive Painters’ ASSOCIATION. OF 
AND Canapa.—A. P. Dane, B. & M., Reading, Mass. 

New Encianp Rartroap CLus.—G, H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month, except June, July, Aug. and Sept.; Boston. 

New Yorx RatLroap Cius. pe D. ‘Vought, 95 Liberty St., New York; 3d 
Friday in month, except June, July and August; New York. 

Nortu-West Rartway Cius.—T. W. Flanagan, Soo Line, Minn. Ist Tues. 
after 2d Mon., except June, July, August; St. Paul and Minneapolis, 
Minn. 

eeenee seat Crus.—C. L. Kennedy, C., M. & St. P.; 4th § 

uluth. 

Omana Raritway CLur.—A. H. Christiansen, Barker Blk.; second Wed. 

Raitway CLup or Kansas City.—C. Manlove, 1008 Walnut St., Kansas 
City; 3d Friday in month; Kansas City. 

Rattway Crus or Prrrspurcu. Mate D. Conway, Pittsburgh, Pa.; 4th Friday 
in month, except June, July and August; Pittsburgh. 

RAILWAY SIGNAL AssocIATION.—C. Rosenberg, 12 North Linden St., 
Bethlehem, Pa. 

Rar“~way StorEKEEPERS’ AssociATION.—J. P. Murphy, Box C, Collinwood, 
Ohio; annual, May, 1911. 

> F. O. Robinson; 2d Monday; Richmond. 

RoapMASTERS’ AND MAINTENANCE OF Way AssocrATion.—Walter E. Emery, 
P. & P. U. Ry., Peoria, H).; Oct., 1911; St. Louis. 

Sr. Louis Rartway Crius.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug.; St. Louis. 

Socrety or Rattway FInanciaL OFFICERS. pn Nyquist, La Salle St. Sta- 
tion, Chicago. 
SouTHERN ASSOCIATION OF Car SERVICE OFFICERS.—E. W. Sandwich, A. & 
W. R. Ry., Montgomery, Ala. 
SoutHerRN & SouTHweEsTERN. Raitroap Crus.—aA. J. Merrill, Pru- 
Petes bldg., Atlanta; 3d Thurs.; Jan., Mar., July, Sept. and Nov.; 
Atlanta. 

ToLepo TRANSPORTATION CLuB.—L. G. Macomber, Woolson Spice Co., To- 
ledo; Ist Sat.; annual, May 6, 1911; Toledo. 

TRANSPORTATION CLUB OF BuFFALo. an, M. Sells, Buffalo; 1st Sat. after 1st 
Wed.; annual, Dec. 13; Buffalo. 
TraFric CLusB OF New Yorx.—c. A. Swope, 290 Broadway, New York; last 
Tuesday in month, except June, ed and August; New York. 
TraFric CLus oF Pittssurcu.—T. Walters, Oliver Building, Pittsburgh; 
meetings monthly; Pittsburgh. 

rain DeEspaTcHERS’ AssocIATION OF AMERICA.—J. F. Mackie, 7042 Stew- 
art Ave., Chicago; annual, June 20, 1911; Baltimore. 

ee Se ASsocIAaTION.—W. O. Thompson, No. ¥. C.& He Ry 

u 

WESTERN CANADA Rartway CLus.—W. H. Rosevear, P. O. Box 1707, Win- 
nipeg; 2d Monday, except June, July and August; Winnipeg. 

Woop Preservers’ AssociaTtion.—F. J. Angier, First National Bank bldg., 
Chicago; annual, Jan. 17-19; Chicago. 
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Craf fic News. 


The Duluth, Missabe & Northern and the Canadian Northern 
now run sleeping cars through regularly between Duluth and 
Port Arthur via Fort Frances. 


Bulletin No. 81, which has been issued by the Bureau of Statis- 
tics of the Department of Agriculture, contains a forty-year re- 
view of freight transportation on the Great Lakes. 


The Interstate Commerce Commission has received from De- 
troit a complaint against the Pere Marquette and other railways 
in Michigan, charging that the enforcement of the Michigan 
demurrage rules on interstate traffic is unjust. 


The Chicago, Milwaukee & St. Paul, which owns and operates 
the sleeping cars used on its lines, announces that on the lines 
from Chicago to Minneapolis, Chicago to Kansas City and Chi- 
cago to Houghton, Mich., steel sleeping cars are now in use. 


The announcements by the Pennsylvania Railroad that its ferry 
from Jersey City to Brooklyn, around the southern end of 
Manhattan, will be discontinued November 27, brings out the 
fact that this ferry is made use of by many truck wagons of 
large warehouses in Brooklyn. With no direct ferry these wag- 
ons will have to go through Manhattan, and make two ferry 
voyages. 


The Department of Agriculture has issued two bulletins giv- 
ing information about dry farming. A statement issued by the 
department says that the data collected on this subject is not 
yet complete, but in view of the urgent demand of settlers and 
of the need of more accurate information about climate and rain- 
fall, these bulletins have been issued to meet as well as possible 
the present wants. 


The New York Central has modified its rules for storage 
charges on baggage remaining at stations over twenty-four hours 
by the addition of a clause providing for the waiving of charges 
when, by reason of strikes or riots [such as have occurred in 
New York City during the past two weeks], the removal of 
baggage is rendered impossible. The rules now provide that all 
baggage thus stored is at the owner’s risk. 


Lumber merchants in San Francisco have brought suit in the 
United States Circuit Court against the Southern Pacific and 
other roads, alleging disobedience of the order issued by the 
Interstate Commerce Commission iti November, 1906, ordering 
reductions in the rates on lumber from Portland, Ore., to San 
Francisco. The order of the commission specified 75 cents, but 
the complaint says that the roads are charging 85 cents. 


The Boston & Albany announces that new cars are to be pro- 
vided for the B. & A. section of the 20th Century Limited trains, 
and that these trains will have a stenographer, a barber and a 
lady’s maid. In connection with the publication of this announce- 
ment in the Massachusetts papers it is said that the average 
number of passengers on the 20th Century train from Boston 
to Albany is 14, and from Albany to Boston 19. These trains 
have been running since August 15, 1909. 


According to a consular report, a line of steamships is to be 
established between Sydney, New South Wales, and Valparaiso, 
Chili, to connect there with the railway across the Andes, under 
arrangements by which passengers and mail will be carried from 
Australia to England in 27 days. The Atlantic voyage will be 
made by the Royal Mail Steamship Line sailing from Buenos 
Ayres and Montevideo. The time between Australia and Eng- 
land by way of the Indian ocean is usually 31 days. 


The National Industrial Traffic League has adopted resolu- 
tions holding that the “administration of the act to regulate 
commerce requires a certain knowledge that can be had only by 
persons who have had a wide experience in traffic matters, and 
that, therefore, the Commission should have at least two mem- 
bers possessing the experience and traffic knowledge mentioned.” 
And the League petitions President Taft to appoint at least two 
traffic men when pending changes in the personnel of the, Inter- 
state Commerce Commission are made. 


The center of corn production in the United States for sev- 
eral years past, if we remember correctly, has been Omaha—at 
least Omaha has had the most noisy Corn Exposition. Now, 
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nowever, the Western metropolis will have to look out for its 
laurels. It has a rival in rock-ribbed New England. At the New 
England corn exposition, held at Worcester last week, a prize of 
$500 went to P. C. Davis of Granby, Mass., for having raised 
103% bushels of corn on a single acre. This was the final meas- 
urement of dry, yellow, flint corn. The corn at the time of har- 
vest measured 127 bushels, shelled. 


The New York, New Haven & Hartford announces that its 
midnight express trains between New York and Boston will 
hereafter be divided into two sections each way, the second sec- 
tion leaving at one o’clock, and arriving at destination at seven 
o'clock; thus running through six hours and arriving at about 
the same time as the first section, which starts at twelve o’clock. 
The second section will have no cars but sleeping cars, and one 
of these will be “de luxe”; that is to say, the sleeping rooms will 
have brass bedsteads, and the fare for such a room will be $12 
for one passenger, or $16.75 for two passengers. The transporta- 
tion fare is $4.75 for each passenger, from which it appears that 
the cost of the room is $7.25. 


The Lehigh Valley, announcing the opening of the Hudson 
& Manhattan underground railway to Thirty-third street, New 
York city, and the discontinuance after November 27 of the 
ferry connections from Lehigh Valley trains in Jersey City (Penn- 
sylvania station) to Twenty-third street, New York, and to 
Fulton stret, Brooklyn, gives notice that baggage from stations 
on its line checked to New York will be delivered at Desbrosses 
street station. The ferry connections will be to Desbrosses 
street and Cortlandt street, and baggage for Cortlandt street 
must be so designated. Passengers reaching New York by 
Lehigh Valley trains and destined for Brooklyn are advised to 
take the Hudson tube to the Hudson Terminal in Manhattan 
and thence to go by the Interborough subway to Borough Hall, 
or by surface street cars over the Brooklyn Bridge. 


The St. Louis & San Francisco has completed arrangements 
for interchange of traffic with the National Railways of Mexico 
over the recently completed international bridge connecting 
Brownsville Tex., and Matamoros, Mex. By the traffic agree- 
ment entered into several months ago between the Frisco and 
the Houston & Texas Central and other Southern Pacific lines 
in Texas, the use of the Southern Pacific tracks provides the 
absent link in the Frisco system between the main line and the 
St. Louis, Brownsville & Mexico. The National of Mexico has 
extended one of its branches into Matamoros, and this will be 
the main line for the through traffic between the two countries. 
Through passenger trains from New Orleans to the City of 
Mexico will soon be put on, and through cars will probably be 
run from Chicago, St. Louis and Kansas City to the Mexican 
capital. Freight trains are already running. 


John S. Runnells, vice-president and general counsel ot the 
Pullman company, in an interview at Chicago November 10 said 
that if the Interstate Commerce Commission, on rehearing the 
testimony in the cases involving the reasonableness of the Pull- 


man company’s rates, shall reaffirm its holding that there should / 


be a difference between the rates for upper and lower berths, it is 
probable that the Pullman company will establish the desired 
differential. He said that some of the reductions ordered by the 
Commission, particularly in the rates for lower berths, are felt 
by the company to be too great, and that additional evidence will 
be presented to the Commission to show that this is true. Com- 
plaints regarding the reasonableness of the rates and the profits 
of the Pullman company have been filed with the Interstate Com- 
mission by the state railway commissions of Indiana, Arkansas 
and Oklahoma, and a hearing will be held in Chicago, No- 
vember 30. 


With its new time-table to go into effect November 27, when 
through trains will run to and from Seventh avenue, New York 
City, the Pennsylvania Railroad will shorten slightly the times 
of many of the trains. The eighteen-hour train to Chicago, 
which now leaves Jersey City at 4:14, will leave New York at 
4:00. Under the present time-table passengers for this train 
leave New York by the Twenty-third street ferry at 3:55; by the 
Cortlandt street ferry at 4:00, and from Church street, by the 
trains of the Hudson tubes, at 4:05. Other trains are changed 
in a similar way. There is a new train to Chicago at 8:34 p. m., 
running through in 25 hours, and the Chicago Limited (5 p. m.) 
is to run through in 22 hours, or two hours less than now. 
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On the same date the 20th Century Limited of the New York 
Central, which is now an all-steel train, will be changed so as to 
leave New York at four o’clock, the same as the Pennsylvania’s 
train, and it will arrive in Chicago at 8:55, the same time with 
the Pennsylvania. The New York Central will also put on a 
twenty-two hour train, leaving New York at five o’clock. 


Switching Rate Agreement at Chicago. 


The following is the text of the agreement regarding switch- 
ing rates at Chicago, which has been reached by representa- 
tives of the railways ani the Chicago Association of Com- 
merce, the Chicago Board of Trade and the Illinois Manufac- 
turers’ Association: 


APPLICATION OF CHICAGO RATES, 


A—Chicago rates to apply on all carload traffic to and from all industries, 
warehouses and elevators provided with private sidings and located 
within the Chicago territory, as defined below in section B, the line 
bringing the traffic into or taking the traffic out of said district to 
absorb such connecting line switching charges as may be necessary 
to make delivery to or receive from such industries, warehouses and 
elevators, when freight charges are $15 per car, or more, and where 
freight charges are less than $15 per car the rates will include such 
portion of connecting lines’ switching charges as will leave the 
revenue of the carrier the same net revenue as would accrue after ab- 
sorption of switching charges above authorized out of a charge of $15 
per car. 

B—Definition of Chicago Territory—On and _ within the following de- 
scribed boundary: Commencing at Lake Michigan at a point directly 
east of Clarke. Junction, Ind., thence from Clarke Junction south- 
westwardly through Calumet to Grasselli, Ind., inclusive; then via 
the Indiana Harbor Belt and C. I. & S. to and including Osborn, 
Ind.; thence via the N. Y. C. & St. L. to Hammond, Ind., inclusive; 
thence westwardly to Liberty, IIl., inclusive; thence northwest to 
Dolton, Ill.; thence southwest to and including Harvey; thence north- 
west through Blue Island, IIl., inclusive; thence northwardly on and 
via the Indiana Harbor Belt through Chicago Ridge, Argo and McCook 
to Lagrange, IIl., inclusive; thence north through Broadview, Bell- 
wood and Proviso to Franklin Park, Ill., inclusive; thence on and 
via the Wisconsin Central to Des Plaines, III., inclusive; thence south- 
east on and via the C. & N. W. to Chicago city limits; thence east 
along the Chicago city limits to Lake Michigan, also including Weber 
aon eee Avenue stations on the Mayfair cut-off of the C. & 


C—Connecting Lines’ Switching.—On traffic other than grain, coal and 
coke, the connecting lines’ switching charge of the delivering or 
initial road to be not greater than 1 cent per 100 lbs., minimum weight 
60,000 Ibs. 

D—Connecting line switching is hereby defined to be: 

(1) The movement of a loaded car from an elevator, warehouse, 
industry or place of business located upon any private siding to 
any connecting road at a junction point, or 

(2) The movement of a loaded car from any connecting railway at a 
junction point to any elevator, warehouse, industry or place of 
business located upon any private siding: 

Provided, the point from and the point to which the car is 

switched are both within the limits of the Chicago territory as defined 

above, and the point at which the trafic originates or to which the 
traffic is destined is without Chicago territory. 


INDUSTRIAL SWITCHING, 


A—Industrial switching is hereby defined to be the movement of a loaded 
car from an elevator, warehouse, industry or place of business located 
upon any private siding to another elevator, warehouse, industry or 
place of business located upon any private siding, when point of 
origin and destination are both within the Chicago switching limits 
as defined in paragraph B, below: 

B—Chicago switching limits to be as follows: 

Penna. Co.— 

Indiana Harbor, Ind. 

Clarke Junction, Ind. 

Hammond, Ind. 

Liberty, Ill., and north and west of these points. 
PC. Cc. & St. L— 

““~" Ill., and north thereof. 


L.. &. S.— 

hg Harbor, Ind., and north and west thereof. 
M. C.— 

Gibson, Ind., and west and north thereof. 
cr & S— 


Osborn, Ind., and north thereof. 

N. ¥. C. & St. L— 
Osborn, Ind., and west and north thereof. 

I. H. Belt— 
Commencing at and including Indiana Harbor, Ind., then south 
through Calumet, Grasselli and Gibson, Ind., to Osborn, Ind., 
inclusive; west of Gibson, through Hammond, Ind., Calumet Park 
and Dalton, IIl., to Blue Island, IIl., inclusive; thence northwardly 
through Chicago Ridge, Argo, McCook, Lagrange, Broadview, 
Bellwood and Proviso, Ill., to Frank Park, Ill., inclusive, includ- 
ing its branches within these boundaries. 


B. & O.— 
Clyde, Ill., and east thereof. 

c& N. W.— - 
Fortieth avenue, Chicago, shops and east and ‘south thereof, in- 
cluding its Wood street, Sixteenth street and Stock Yards lines; 
north of Chicago shcps ‘through and including Cragin to Mayfair, 
thence southeast to and including Deering. 

C. M. & St. P.—Galewood and east and south thereof; Mayfair and 
east and south thereof; south of Wilson avenue. 

C—lIndustrial Switching Charge: 
(1) Maximum industrial switching charge between two industries 


located on the same road, 1% cents per 100 lbs., minimum weight 
60,000 Ibs. 
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(2) Between an industry on one railroad and an industry on another 
railroad, the entire charge not to exceed 1% cents per 100 lbs., 
minimum weight 60,000 lbs. 


(3) Where three or more roads are required, the intermediate line or 
lines’ charge not to exceed 1% cents per 100 lbs., minimum weight 
60,000 lbs. for each intermediate line. 


Note.—The foregoing industrial switching charges do not apply to 
grain, coal or coke. There is to be no change in the rates for 
switching on grain. 


D—No charge is to be made against any consignee or consignor for use of 
cars, per diem, or otherwise, than as shown above for the switching 
movement of any loaded car or cars, execpt demurrage charge as- 
sessed in accordance with rules of the Chicago Demurrage Bureau. 
No charge shall be made for the movement of any empty car pre- 
ceding or succeeding a loaded car switching movement. 


The adoption of the foregoing code of rules is being opposed 
by a small minority of shippers, but it is believed that as it 
has the backing of all the large railway and shipping interests 
it will finally prevail. 





Crop Conditions. 


The United States Department of Agriculture has made the 
following general review of crop conditions: 


The harvests of 1910 have been nearly completed, with results 
exceeding the expectations during the growing period., Pre- 
liminary estimates have been made of the production of most 
of the important crops, from which it appears that the aggre- 
gate production of crops in 1910 are approximately 7.6 per cent. 
greater than the crops of 1909—and about 9.1 per cent. greater 
than the average annual production of the preceding five years. 


The aggregate of this year’s crop production in each state, 
based on preliminary estimates, is given below; the first figure 
after each state indicates the total crop production in 1910, as 
compared with total production in 1909; the second figure indi- 
cates production in 1910, compared with the average production 
in the preceding five years;_100 representing last year’s produc- 
tion in the first case, 100 representing the average annual pro- 
duction of the preceding five years in the second: 


Maine 120, 114; New Hampshire 128, 115; Vermona 118, 117; 
Massachusetts 113, 110; Rhode Island 113, 107; Connecticut 118, 
118; New York 114, 109; New Jersey 119, 113; Pennsylvania 
119, 109. 


Delaware 147, 134; Maryland 122, 110; Virginia 118, 121; 
West Virginia 99, 112; North Carolina 116, 123; South Carolina 
115, 133; Georgia 104, 111; Florida 106, 116. 


Ohio 104, 110; Indiana 107, 115; Illinois 104, 115; Michigan 98, 
108; Wisconsin 82, 85; Minnesota 90, 111; Iowa 107, 105; 
Missouri 111, 113; North Dakota 40, 47; South Dakota &4, 98; 
Nebraska 99, 96; Kansas 95, 95. 


Kentucky 101, 113; Tennessee 118, 117; Alabama 130, 126; 
Mississippi 134, 120; Louisiana 116, 116; Texas 143, 143; Okla- 
homa 115, 101; Arkansas 131, 125. 


Montana 89, 160; Wyoming 102, 149; Colorado 79, 93; New 
Mexico 83, 119; Arizona 76, 98; Utah 98, 106; Nevada 149, 183; 
Idaho 95, 120; Washington 82, 93; Oregon 102, 111; California, 
122; 116; 


The preliminary estimates of production in 1910, with com- 
parisons, of such crops as have been estimated quantitatively by 
the bureau of statistics, with their average farm prices on No- 
vember 1, 1910, and November 1, 1909, are as follows: 


PRODUCTION (000 omitted). PRICE (a). 
CROPS. 1910 Av. 5 Yrs. Nov.1, Nov. 1, 
Preliminary. 1909. 1904-1908. 1910. 1909. 
CONG cxkcnees bu. 3,121,381 2,772,376 2,695,517 52.6 62.2 
Wheat .éc02 - 691,769 737,189 655,866- . 90.5 99.9 
CE nese en “ 1,096,396 1,007,353 874,863 34.9 41.0 
Baeley: occas - 158,138 170,284 155,134 61.5 53.3 
WIG? ec dwacesaw a 32,088 32,239 30,504 71.6 73.6 
Buckwheat ... “ 17,084 17,438 14,880 65.9 71.6 
Flaxseed: . 50 4 15,050 25,856 25,822 229.4 139.8 
Potatoes «<0 “ 328,787 376,537 295,707 55.7 57.8 
, a ar tons 60,116 64,938 62,570 $11.96 $10.35 
TORECCO .seec Ibs. 967,150 949,357 G7E42Z2 lk ewes juaea 





(a). Cents per bushel except hay. 


Prices for important crops averaged, on November 1, about 
5.4 per cent. lower than a year ago. 
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’ NoveMBER 18, 1910. 


The Needs of Co-operation Between the Government and the 
Railways. 


In discussing with a representative of The Wall Street Jour- 
nal the cause and effect of the present difficulty American Rail- 
ways are experiencing in selling securities on favorabie terms, 
J. C. Stuart, vice-president and general manager of the Erie, 
said: “The time has come when a basis of co-operation such as 
has never existed must be established between the railways and 
the public. 

“A complete understanding must be reached. Those who own the 
railways must recognize the temper of the present day public mind. 
Out of date tactics must be abolished. Buying railways indiscrimi- 
nately regardless of public opposition must be done away with. 
The one man control idea is no longer tenable. What is needed 
is the proper co-operation of the owners and the managers of 
railways with the regulating bodies appointed by the people of 
this country, and if those who are in power in the railroads ap- 
preciated this and carefully entered into such co-operation I 
believe railway securities could be made as stable as any other 
investment in the country, or even more so. 

“The same method should be adopted in this country that is in 
vogue abroad. Railway securities should be issued in small de- 
nominations and sold over the counter to the poor people and 
working classes who now put their money in the saving banks, 
getting therefore a nominal interest. These would be only too 
glad to get 4 per cent. or 5 per cent. on their money if the op- 
portunity was put within their reach. At present they get a 
smaller return which represents but a portion of the income the 
savings banks derive from investing the peoples’ savings largely 
in railway securities. 

“Intelligent regulation will solve one of the largest problems 
with which the railways now have to deal. Intelligent co-opera- 
tion on the part of the railways will be a help to this solution 
and issuance of railway securities in denominations that will 
put them within the reach of the working class of moderate 
means will be another.” 


Ships Favored at New Orleans. 


By constitutional amendment, approved November 8, the state 
of Louisiana will exempt oversea steamship lines domiciled or 
to be domiciled at a Louisiana port from all municipal parish 
and state taxes during a period of fifteen years. J. W. Porch, 
father of the measure, believes that the people of the Mississippi 
valley will finance at least one big steamship line between New 
Orleans and China, and the Philippines, Japan and other Far 
Eastern countries. Two extensive projects are under consider- 
ation for the installation and operation of steel barge lines 
between Kansas City, St. Louis and New Orleans. The com- 
missioners of the port of New Orleans now have authority to 
issue bonds and with the proceeds erect and operate a system of 
modern waterside machine equipped warehouses, the idea being 
to utilize the public credit and the publicly owned harbor frontage 
to the maximum extent in upbuilding Mississippi valley com- 
merce through the port of New Orleans. 





Long and Short Haul. 


The long and short haul clause of the amended act Dill will 
be discussed before the Interstate Commerce Commission 
at its offices in Washington November 28, according to a notice 
issued by the commission. 

The following questions arising under the fourth section of the 
act to regulate commerce as amended June 18, 1910, will be 
considered : 


Does this section apply to export and import rates, tranship- 
ment rates, proportional rates, excursion rates, commutation 
rates, or any of them? 

Is it a violation of this section if a carrier maintains rates 
which are in conformity with the rule of the fourth section, and 
in connection therewith provides for absorption of switching 
charges on competitive business but not on non-competitive 
business, with the result that the rate from the more distant 
competitive point, minus the switching charge which is absorbed, 
makes a total charge less than that on like shipment from a 
shorter distance, intermediate, non-competitive point, plus a 
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switching charge which would have to be paid on the non- 
competitive business to reach the same delivery point? 

If a carrier has been given authority to maintain from the 
non-competitive intermediate points rates higher than from more 
distant competitive points, and a new intermediate station is 
opened, would it violate this section of the act, or the permis- 
sion, if the carrier established rates to and from the new station 
the same as, or in harmony with, the rates to and from the 
nearest intermediate station? 

If a carrier is authorized to maintain rates to or from a 
given point, which are not in conformity with the fourth section, 
and it constructs a branch-like connection with the main line 
at such point, and establishes rates to and from stations on such 
branch line by adding locals or arbitraries to the rates to and 
from the junction point, would such branch-line rates be in vio- 
lation of the law or the permission? 

The commission will not at this session consider the merits of 
any particular application or class of applications for relief under 
the provisions of the fourth section, but only the meaning and 
application of the section in the respects above mentioned. 


INTERSTATE COMMERCE COMMISSION. 


The Interstate Commerce Commission has appointed John T. 
Marchand as an attorney. Mr. Marchand was formerly for 
several years in the service of the commission in the investiga- 
tion of criminal offences against the Interstate Commerce law. 


Reparation Awarded. 


Nelson D. Stilwell v. Lehigh & Hudson River Railway et al. 
Opinion by Commissioner Cockrell: 

Tariff of initial carrier naming advanced rate did not prop- 
erly cancel lower rate named in tariff of another carrier to which 
rate initial carrier was a party. (19 I. C. C, 404.) 


Fred W. Green, receiver for Ionia Wagon Co., v. Alabama 
Great Southern et al. Opinion by Cemmissioner Prouty: 

Rates on hickory spokes from Fort Payne, Ala., and Chatta- 
nooga, Tenn., to Cincinnati, Ohio, found unreasonable when 
compared with the rates on hard-wood lumber. (19. I. C. C,, 
458.) 

Complaints Dismissed. 

S. T. Fish & Co. v. New York, Chicago & St. Louis et al. 
Opinion by Commissioner Cockrell: 

Complaint of misrouting not sustained. (19 I. C. C., 452.) 

Sikeston Mercantile Co. v. Boston & Maine et al. Opinion by 
Commissioner Cockrell: 

Complainant’s allegation of misrouting not sustained. 


C. C., 422.) 


(19 I. 


Proposed Hearings and Suspensions of Tariffs. 


The commission is to give hearings next week on the question 
of issuing regulations for telephone, telegraph and cable com- 
panies, in accordance with the law passed last June. None of 
these companies has as yet filed tariffs with the commission. 

The commission has suspended until March 31, tariffs filed by 
the Illinois Central and other roads showing increased rates on 
freight between the Mississippi and Missouri rivers. These 
tariffs are those restoring reductions which were made in the 
Burnham-Munger case. 

The commission has suspended tariffs filed by the Chesapeake 
& Ohio on coal to Toledo, Ohio. 

The commission has suspended until March 1 tariffs filed by 
the railways on freight from Ohio river points to New Orleans. 





Misrouting Justified. 


S. M. Isbell & Co. v. Lake Shore & Michigan Southern et al. 
Opinion by Commissioner Cockrell: 


Initial carrier held not responsible for misrouting shipment via 
an Ohio river crossing taking higher combination than might 
have been obtained via another Ohio river crossing using, as a 
factor, a special commodity rate south of the river, the initial 
carrier not being a party to the rates named by the line south of 
the river. Complaint dismissed. (19 I. C. C., 448.) 












Terminal Rates from Central to Trunk Line Territory. 


Albert Preston v. Chesapeake & Ohio et al. Opinion by Com- 
missioner Clark: 


A rate of 20.5 cents charge from Rockhouse, Ky., to Brock- 
wayville, Pa., previous to July, 1907, is attacked, because it was 
higher than the rate from Buffalo and Salamanca to Rockhouse, 
Brockwayville being an intermediate point. Buffalo and Sala- 
manca are terminal rate points between Central Freight Asso- 
ciation and Trunk Line territory, and since the shipment moved 
before the amendment of the long and short haul clause and 
was not therefore a violation of the act, it was not unreasonable. 
This case affords no adequate foundation for a determination 
of the rate adjustment for this important territory. (19 I. C. C, 
406.) 


Rates on Bread and Cake. 


Oak Grove Farm Creamery v. Adams Express Co. et al. 
Opinion by Commissioner Prouty: 

Complainant alleges that defendants’ rates on cake are un- 
reasonable as compared with their rates on bread. Defendants 
may properly apply a somewhat lower rate on bread than on 
cake; but the present rates on cake are unreasonable and should 
not exceed the regular merchandise rates, excluding the weight 
of the hamper in which the cake is shipped. 

Defendants’ tariffs provide that the bread rate shall apply to 
mixed shipments of bread and cake, but not unless at least 50 
per cent. of the shipment consists of bread. Complainant con- 
tends that this rule bars it from making mixed shipments, while 
it permits certain of its competitors who bake both bread and 
cake to obtain the bread rate upon shipments of bread and cake; 
held, that the above rule of defendants discriminates against com- 
plainant, and is unjust and unreasonable, and should be discon- 
tinuel. (19 I. C. C., 454.) 


STATE COMMISSIONS. 


The Railroad Commission of Louisiana has reduced the pres- 
ent,rate on piling from St. Tammany to New Orleans, which is 
5¥% cents per 100 Ibs., and on cross ties from Rio to Slidell, which 
is 5 cents per 100 lbs., to 3 cents per 100 Ibs. 


The New York Public Service Commission, second district, 
has made an order requiring the Rutland Railroad to show 
cause at Albany on November 14 why it should not be required 
to run its train No. 6 on schedule time. An investigation of 
the running time of this train showed that for the period of 15 
months from June, 1909, to and including August, 1910, at no 
time excepting during the month of June, 1909, has this train 
arrived on time at Chatham to exceed ten days in any month, 
and the delays have averaged from 20 to 38.2 minutes per day 
run. 


The Railroad Commission of Louisiana, in a case brought by the 
Jahncke Navigation Company against the Texas & Pacific, finds 
that rates on gravel and sand from Thompson’s Spur to New 
Orleans and intermediate points are too low and are unre- 
munerative. The facts show, the commission believes, that a 
contractor, Thompson, built a spur from a sand and gravel pit 
to a connection with the Texas & Pacific, and that since he 
was able to ship a large amount of business, the railway com- 
pany granted him very low rates on sand and gravel, making 
the rate theoretically open to any one; but since Thompson 
owned the only gravel pit at Thompson’s Spur, from which the 
rate applied, in practice the rate of $12 a carload was not re- 
munerative and discriminated against other producers of gravel. 
The rate had been in effect for five years without any complaint 
against it, and the defendants claimed that this rate was fixed 
by water competition. 


The Pennsylvania State Railroad Commission has decided 
that the charge of 80 cents per ton for the transfer of freight 
between industrial sidings on the Pennsylvania Railroad and the 
lines of the Philadelphia Reading at Harrisburg is unreasonable. 
One of the points made by the defendants was that it was 
necessary to charge a high rate for the transfer of freight 
from industrial sidings located on its own lines to the lines of 
its competitor so as to prevent the routing of freight over the 
competitor’s line in preference to the company’s own line. The 
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commission holds that the connecting carrier has no right to 
dictate the rout of incoming or outgoing shipments; its only 
privilege is to direct the movement asked’ of its own lines and 
to charge and receive just remuneration. The commission is 
not unmindful of the fact that a railway company’s control 
of its terminals is so absolute that it can refuse to receive 
shipments near its terminals from a competing line for delivery 
at its terminals; but that has reference to delivery at its own 
proper terminals and not on a private siding of an industry 
located on its lines in such terminal districts. The commission, 
being without power to order, recommends that the transfer of 
carloads of sixth-class freight be reduced from 80 cents to 35 
cents per ton. 


The Railroad Commission of Louisiana, on November 23, 
1910, will consider the adoption of a uniform mileage tariff of 
rates to apply on shipments of lumber, staves, and stave bolts, 
and the following rates are proposed: 


Distances. Car Loads. Rates. 
Ce OS ooo seu ehs nak eecee es sek peek a hShaeebseke eas Sc. 
ES Ee Se SN ee nly ce ep at ne et gee eee! 5uc. 
PE ME ID oy ais 66g kee a sass Naess edb easSOh hoes soe eee es 6c. 
Se ee ENE 75... cu 6 os wan won cn saey oun sbibe dees hoaindion zs ooes 614e. 
ie NO CEU TEU a cng sss sui dip disco eS SSN Hb SON Ooe RE Wie woes S0% 7c. 
i MOE TEER oe coe ea CAGE pee ee SAS We kee Bue bike 8c. 
Rye en A ONE Rey caiiuices <b bs doce venlena seh es wes SES e eC Row 8ue. 
Dep ION Ce ho oak bebo een deb uee as cud eek aan ee 9c. 


The Railroad Commission of Louisiana, will, at a general ses- 
sion to be held November 22, 1910, consider the adoption of.a 
uniform mileage tariff of rates on sand and gravel, between 
points in the state of Louisiana, at the following rates: 


Single Line Rates. Car Loads. Cents. 
PSM RD TRMOR: «55 pes de bie ow S50 oo Dee We eS ASAD wb siee weave Sa teues 
be a en et ee er ee eee rs 1% 

Pe Se | ee ae re ren ee 2 
i rN: cng cae eared eb eCh Se OS SES KOE bw kaw ob 6S Oe 3 
Se RC SEED ona ccc ane awk he one ke Seas eae SAS SR + 
Ee OL ok eh wh S RGSS SSS SOM ROS ANAC 5 
Di ere... on chines Sau bs ea phe os Rbsee ees hie nied ss S56 % 

en RE EES Sv ne sles nd ow sb SN nbs ARES O50 s ONES 6 8E Os Ses Hie 6% 
ee ee Dn elo oc aw ais whe DSS DES SSO SNS ROR a aS aes 7 
i I I NRG ef Se a ae ami re ole eGe ee ae Rae sale 714 
EN oe aa Sata, ae aa lb rsh ib eine Sea ee WSS we 8 


The Public Service Commission, second district, has ordered 
the New York Central and Hudson River Railroad Company 
to change the time of its passenger train No. 72, known as the 
Albany accommodation, so that it will leave Utica at 5:10 P. M. 
instead of 6:05 P. M., and stop at the stations now accom- 
modated on its present schedule. The company is given the 
option of either changing the time of this train or running an- 
other train upon the time ordered. The change is required to 
be put into effect on or before Sunday, November 20. The 
order was made following the complaint of William Schermer- 
horn, et al of St. Johnsville and other points along the line 
between Utica and Albany. Complainants are workmen living in 
the village of Fort Plain, etc., and employed in the city of 
Little Falls. They are obliged to use train No. 72, and that 
under the present arrangement they are obliged to wait an hour 
before any train can take them to their homes, making them ar- 
rive there at a late and inconvenient hour. 


The New York Public Service Commission, second district, 
has ordered the Delaware & Hudson in order to accommodate 
passenger travel at Gansevoort, Saratoga county, to run, begin- 
ning November 14, 1910, its present passenger train No. 71 at 
Saratoga Springs instead of at Fort Edward, for one trip and 
that train for that trip shall leave Saratoga Springs at 6:05 
A. M., and to extend the running of its train No. 86 for one 
trip from Fort Edward to Saratoga Springs, train reaching Sara- 
toga Springs at 6:55 P. M. The order followed a complaint 
made by 28 residents of Gansevoort, who stated that they were 
daily commuters and working at Fort Edward, Hudson Falls 
and Glens Falls, and that by reason of the taking off of trains 
Nos. 71 and 86 they were unable to continue their residence at 
Gansevoort. The trains in question had been running from six 
to eight years prior to September, when they were taken off. 


COURT NEWS. 


The four cases involving the constitutionality of the employers’ 
liability law passed by Congress in 1908, which are now before the 
Supreme Court of the United States, will not be argued until 
January 16. 
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Railway Officers. 





ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


R. T. Fullwood has been appointed auditor of the Western 
Allegheny, with office at Pittsburgh, Pa., succeeding R. S. Wil- 
son, resigned to go into other business. 


S. J. Beardslee, claim agent of the Minneapolis & St. Louis 
and the Iowa Central at Minneapolis, Minn., has been appointed 
claims attorney, with office at Minneapolis. S. W. Patton suc- 
ceeds Mr. Beardslee. 


G. G. Lacy, vice-president of the St. Joseph & Grand Island 
at St. Joseph, Mo., has been elected president, with office at 
St. Joseph. The office of president has been vacant since the 
retirement of W. T. Van Brunt in 1908. 


The following officers of the Chesapeake & Ohio have had 
their authority extended over the Hocking Valley: F. M. 
Whitaker, vice-president in charge of traffic; G. B. Wall, as- 
sistant to president, and L. F. Sullivan, comptroller, all with 
offices at Richmond, Va. 


J. E. Muhlfeld, whose election as vice-president and general 
manager of the Kansas City Southern with office at Kansas City, 
Mo., has been announced in these columns, was born September 
18, 1872. He graduated from Purdue University in December, 
1892. He began railway work in May, 1890, as assistant to the civil 
engineer of the Peru & Detroit, now the Winona Interurban 
Railway, and resumed his college work at Purdue in October 
of the same year. From June to September, 1891, and for the 
same months of 1892 he was employed at the Ft. Wayne shops 
of the Wabash as a machinist apprentice. After graduation 
he returned to the Wabash as a machinist apprentice and was 
promoted as follows: To machinist and gang foreman, locomo- 
tive engineer and fireman, roundhouse foreman, general fore- 
man of the locomotive and car department at Tilton, IIl., and 
general foreman on the Buffalo division at St. Thomas, Ont. 
In February, 1899, he was appointed master mechanic on the 
Western division of the Grand Trunk at Port Huron, Mich, 
and two years later was transferred with the same title to 
Montreal, Que. Later, in 1901, he was made superintendent of 
machinery and rolling stock of the Canadian Government roads 
at Moncton, N. B., which position he held for a year. He was 
then made assistant to the general superintendent of motive 
power of the Baltimore & Ohio, and from February to June, 
1903, was superintendent of motive power of the same road at 
Newark, Ohio. He was then appointed general superintendent 
of motive power, which position he held until November, 1908. 
From the latter date until the date of his recent election he 
has been doing steam railway expert work. 


Operating Officers. 


L. W. Berry has been appointed superintendent of the New 
York & Long Branch, with office at Long Branch, N. J. 


G. E. Geer has been appointed train master of the Western 
division of the Chicago Great Western, with office at Clarion, 
iowa. 


W. G. Curren has been appointed superintendent of car service 
of the Kansas City Southern, with office at Kansas City, Mo., 
succeeding J. P. Spivey, assigned to other duties. 


William B. Jones, superintendent of transportation of the Chi- 
cago, Indianapolis & Louisville, with office at Lafayette, Ind., has 
resigned, and that office has been abolished. 


W. W. Waits has been appointed superintendent of terminals 
of the Southern Railway, in charge of the Atlanta, Ga., terminals, 
with office at Inman yards, succeeding G. A. Bradley, resigned. 


_T. A. McKinstry, assistant superintendent on the Salt Lake 
division of the Southern Pacific lines east of Sparks, at Ogden, 
Utah, has been transferred to Imlay, Nev., succeeding B. A. 
Campbell, resigned. H. W. Wistner succeeds Mr. McKinstry. 


; John McGie, division superintendent of the Chicago, Rock Is- 
land & Pacific at El Reno, Okla., has been appointed superin- 
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tendent of the Chicago, Rock Island & Gulf, with office at Ft. 
Worth, Tex., succeeding M. McKernan, resigned. Frank N. 
Tinsman, trainmaster on the Oklahoma division, succeeds Mr. 
McGie. 


E. J. Wright, assistant superintendent of the Western division 
of the New York Central & Hudson River, at Syracuse, N. Y., 
has been appointed superintendent of the Hudson division, with 
office at New York, succeeding F. T. Slack. H. E. Brown, as- 
sistant superintendent of the Hudson division, at New York, 
succeeds Mr. Wright, and D. B. Fleming, trainmaster at West 
Albany, succeeds Mr. Brown. 


E. Raymond, division superintendent of the Atchison, Topeka 
& Santa Fe at Chillicothe, Ill., has been appointed general super- 
intendent of the western district of the eastern lines, with office 
at Newton, Kan., succeeding H. W. Sharp, appointed division 
superintendent at Newton. George E. Ayer, division super- 
intendent at Newton, succeeds Mr. Raymond. Payson Ripley, 
trainmaster at Newton, has been appointed a division super- 
intendent, with office at Chanute, Kan., succeeding J. L. Barnes, 
appointed general agent, with office at Chanute. 


Traffic Officers. 


Le Grand White has been appointed a traveling freight agent 
of the Baltimore & Ohio, with office at Baltimore, Md. 


J. H. Cummings, traveling freight agent of the Chicago, Great 
Western, at Lincoln, Neb., has been transferred to Omaha. 


W. C. B. Allen has been appointed general agent of the Kan- 
sas City Southern, with office at Mena, Ark., succeeding Guy B. 
Wood, promoted. 


W. A. Wayman, agent of the Erie Railroad, at Omaha, Neb., 
has been appointed agent at Kansas City, Mo., succeeding R. G. 
Cook, promoted. 


J. H. Meglemry has been’ appointed traveling freight agent of 
the Cleveland, Cincinnati, Chicago & St. Louis, with office at 
Birmingham, Ala., succeeding W. A. Shropshire, resigned. 


C. F. Smith, traveling freight agent of the Louisiana Railway 
& Navigation Company at Oklahoma City, Okla., has been ap- 
pointed general agent, with office at Dallas, Tex., succeeding E. 
L. Whitney, assigned to other duties. P. J. Rupp succeeds Mr. 
Smith. 


L. H. Saunders, contracting freight agent of the Missouri, 
Kansas & Texas at Houston, Tex., has been appointed a traveling 
freight agent, with office at Houston, succeeding W. D. Morgan, 
promoted. 


Wm. Penn, traveling passenger agent of the Pennsylvania 
Lines at Des Moines, Iowa, has been appointed a district passen- 
ger agent, with office at Terre Haute, Ind. E. F. Copperthwaite 
succeeds Mr. Penn. 


H. B. Holbert, division freight agent of the Chicago Great 
Western at St. Paul, Minn., has been appointed division freight 
agent, with office at Des Moines, Iowa, succeeding Frank Cas- 
sidy, assigned to other duties. 


E. W. Green, and not J. M. Green, has been appointed a com- 
mercial agent of the Missouri, Kansas & Texas, with office at 
Pittsburgh, Pa., succeeding Paul Gruber, resigned. This cor- 
rects an item in our issue of November 4, page 885. 


Clyde Hogsett has been appointed a traveling freight agent 
of the Missouri Pacific, with office at Salt Lake City, Utah, suc- 
ceeding Fred J. Kemper, whose appointment as traveling freight 
agent at Cincinnati, Ohio, has been announced in these columns. 


Claude C. Hill, district passenger agent of ‘the Minneapolis, 
St. Paul & Sault Ste Marie at Chicago, has been appointed gen- 
eral traveling agent, with office at Chicago, succeeding R. S. 
Elsworthy, transferred to Minneapolis, Minn., as city passenger 
agent. 


John C. Stone, district freight and passenger agent of the 
Southern Pacific at Sacramento, Cal., has been appointed chief 
clerk in the traffic department at San Francisco, succeeding E. W. 
Clapp, promoted. James O’Gara, city ticket agent at San Fran- 
cisco, succeeds Mr. Stone. 
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C. H. Mann, city ticket and passenger agent of the Louisville 
& Nashville at Mobile, Ala. has been appointed a traveling 
passenger agent, with office at Houston, Tex., succeeding John 
F. Sullivan, resigned to accept service with another company. 
R. J. Hamilton succeeds Mr. Mann. 


L. W. Price, division passenger agent of the St. Louis & 
San Francisco at Joplin, Mo., has been appointed general bag- 
gage agent, with office at Springfield, Mo., succeeding W. M. 
Dyer, assigned to other duties. F. R. Newman, district passen- 
ger agent at Denver, Colo., succeeds Mr. Price, and W. L. Evans, 
district passenger agent at Jacksonville, Fla., succeeds Mr. 
Newman. 


Rolla R. Mitchell, whose appointment as general freight agent 
of the Kansas City Southern, with office at Kansas City, Mo., 
has been announced in these columns, was born October 30, 
1874, at Ottawa, Kan. He graduated from the University of 
Kansas in 1896, and began railway work in September, 1897, 
with the Kansas City, Pittsburg & Gulf as a clerk in the gen- 
eral freight office. He was later made contracting agent at Tex- 
arkana, Tex., and in 1900 was appointed general agent at Mem- 
phis, Tenn., of the Kansas City Southern, successor of the Kan- 
sas City, Pittsburgh & Gulf. The next year he was transferred 
to Shreveport, La., where he remained until 1906. He was then 
appointed assistant general freight agent, with office at Tex- 
arkana, from which office he was promoted to general freight 
agent. 


Engineering and Rolling Stock Officers. 


William Michel, engineer maintenance of way of the Hock- 
ing Valley, has been appointed chief engineer with office at 
Columbus. He will also continue to perform the duties of the 
engineer maintenance of way. 


The jurisdiction of W. D. Taylor, chief engineer of the Chi- 
cago & Alton, the Toledo, St. Louis & Western, the Minne- 
apolis & St. Louis and the Iowa Central, has been withdrawn 
from the two latter roads, and R. G. Kenly, the engineer of 
maintenance of way of the Minneapolis & St. Louis and the 
‘Iowa Central, has been appointed chief engineer of those roads, 
with office at Minneapolis, Minn. 


G. W. Preston, roadmaster of the St. Louis & San Francisco 
at Amory, Miss., has been transferred to Birmingham, Ala., 
succeeding J. H. Cooper, deceased. J. T. Gannon has been ap- 
pointed acting roadmaster at Amory, succeeding Mr. Preston. 


Purchasing Officers. 


The jurisdiction of E. S. Wortham, purchasing agent of the 
Chicago & Alton, the Toledo, St. Louis & Western, the Minne- 
apolis & St. Louis and the lowa Central, has been withdrawn 
from the two latter roads, and W. G. Manchester has been 
appointed purchasing agent and general storekeeper of the 
Minneapolis & St. Louis and the Iowa Central, with office at 
Cedar Lake (Minneapolis), Minn. L. A. Williams will continue 
as storekeeper of the Minneapolis & St. Louis, with office at 
Minneapolis; and H. V. V. Chapman as storekeeper of the 
Iowa Central, with office at Marshalltown, Iowa. 


OBITUARY. 


Ashley J. Elliott, manager of the Illinois and Iowa Demurrage 
Bureau and secretary of the Peoria division of the American 
Association of Railway Superintendents, with office at Peoria, 
Ill., died at Peoria on November 10. 


Frank Grundy, president of the Temiscouata Railway and 
vice-president of the Quebec Central, died November 14 at his 
home in Sherbrooke, Que. Mr. Grundy was born March 28, 
1836, at Bury, Lancashire, England. He began railway work 
in 1850 as a clerk on the Manchester, Sheffield & Lincolnshire. 
From 1851 to 1854 he was with the East Lancashire Railway, 
and then for about nine years was with the Oxford, Worcester 
& Wolverhampton, afterwards the Western Midland Railway, 
and now the Great Western of England. From 1863 to 1868 
he was manager of the Mid-Wales and Swansea & Caermar- 
then railways and Milford docks. He was appointed general 
manager of the Quebec Central of Canada in 1889 and five 
years later was made vice-president of that road. 
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New Incorporations, Surveys, Etc. 


British CotumBiA & ALAsKA.—See British Columbia Rail- 
way & Development Company. 


BritiusH CotumBIA Rattway & DEVELOPMENT Co.—This com- 
pany was incorporated in Delaware with $12,000,000 capital, 
and has secured control of the British Columbia & Alaska Rail- 
way, which was given a charter in March of this year to build 
from Vancouver, B. C., to the northern boundary of that 
province, over 1,000 miles. A reconnoissance of the entire line 
has been made, which shows that the proposed line will have 
easy grades. Two engineering parties, under the supervision 
of L. M. Rice, of Seattle, Wash., and Vancouver, have com- 
pleted surveys recently, over the section that will connect the 
Canadian Pacific with the Grand Trunk, about 300 miles, and 
it is expected to begin construction work on this section early 
next spring. The directors include: J. O. Clifford and J. W. 
Kendrick, Chicago. 


CAPE GIRARDEAU, CHARLESTON & HickMAN.—An officer writes 
that contracts have been let to Louis Houck, Cape Girardeau, 
Mo., to build from Kelso or Ancil, at a point near the approach 
of the Southern Illinois & Missouri bridge over the Mississippi 
river, south via Charleston and Anniston to Dorena, opposite 
Hickman, Ky., 50 miles. G. Houck, president, and J. F. Brooks, 
chief engineer, Cape Girardeau. 


Cuicaco, InpDIANA & SouTHERN.—The double-tracking work 
between Indiana Harbor, Ind., and Danville, Ill., 45 miles, it is 
said, is nearing completion. 


Cuicaco, MirwAuKEE & Pucet Sounp.—See Chicago, Mil- 
waukee & St. Paul. 


Cuicaco, Rock IsLtanp & Paciric.—An officer writes that sur- 
veys are being made for a line from the Winterset branch at 
Carlisle, Iowa, southeast to Dallas, Marion county. The con- 
struction of the line has not yet been authorized. 


Cuicaco, MILWAUKEE & St. PAut.—The report of this com- 
pany for the year ended June 30, 1910, shows that work is under 
way on additional second main track on the La Crosse division, 
from Camp Douglas, Wis., to West Salem, about 44 miles; 
on the River division, from Wabasha, Minn., to Richmond, 46 
miles, and on the Prairie du Chien division, from Elm Grove, 
Wis., to Blue Mounds Junction, about seven miles. Some grade 
reduction work and improvement of alinement was also carried 
out. During the year 37 steel bridges, aggregating 4,411 ft. in 
length, were built, replacing 3,981 ft. of wooden bridges, 964 ft. 
of iron bridges and 366 ft. of embankment; 433 wooden culverts 
were replaced with iron; about 2.9 miles of pile bridges were 
filled with earth, 106 bridges having been completely filled and 
53 reduced in length by filling. Construction work has been 
under way during eleven months on branch lines for the Chicago, 
Milwaukee & Puget Sound as follows: 

Moreau Line—From Moreau Junction, S. D., 3.8 miles west 
of Mobridge, southwesterly and westerly to Isabel, 584 miles. 
This line has been opened for operation. 

Cheyenne Line—From Cheyenne Junction, S. D., on the 
Moreau Line, 25.7 miles from Mobridge, southerly and westerly 
to Faith, 106.1 miles. It was expected to finish the work on this 
line in November. 

Cannon Ball Line—From McLaughlin, S. D., northwesteriy 
to New England, 133.7 miles; the work is about finished. 

St. Maries Line—From St. Maires, Idaho, southeasterly 
through Bovill to Elk river, 71.7 miles. This line was finished 
about June 30. 

Coeur d’Alene Line.—This line is being built by a subsidiary 
company, the Idaho & Western, from Dishman, a suburb of 
Spokane, Wash., easterly to Coeur d’Alene, Idaho, 25.6 miles. 
It is expected to have the work finished about December 15. 

Warden Line—From Warden, Wash., northeasterly to Ham- 
lin, 47.5 miles. The construction work is finished. 

Everett Line—From Moncton, Wash., northwesterly to 
Everett, 57.8 miles. It is expected that work on this line will 
be finished about April 1, 1911. 
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Enumclaw Line——From Iolanthe, Wash., southerly to Enum- 
claw, 13.1 miles. Work on this line has been finished. 

Grays Harbor Line—From McKenna, Wash., on the Tacoma 
Eastern, westerly to Grays Harbor branch, 81.4 miles; from 
McKenna to Portola, 33.3 miles, was built by the C. M. & P. S. 
The section from Portola to Grays Harbor, 48.1 miles, is being 
built by the Oregon & Washington for the joint account of that 
company and the C. M. & P. S. Work has been finished to 
Cosmopolis, 72.3 miles. The construction of bridges across the 
Chehalis and Hoquiam rivers will delay the completion of the 
line between Cosmopolis and Grays Harbor for several months. 
(See report of this company elsewhere in these columns.) 


Cotorado & SouTHERN.—The report of this company for the 
year ended June 30, 1910, shows that construction work on the 
new passenger terminal at Houston, Tex., for the Trinity & 
Brazos Valley has progressed, and it is expected to have the 
work finished within a few months. The Stamford & North- 
western began operating an extension from Stamford, Tex., to 
Jayton, in September, 1909, and in the following month the road 
was completed from Jayton to Spur, a total of 82.5 miles, all 
of which is now in operation. Heavier rail was laid at various 
places, replacing lighter sections. A viaduct to carry the tracks 
over 20th street, in the city of Denver, Colo., in being built 
jointly with other railway companies, and it is expected that the 
work will be finished next year. An agreement has been made 
with the city of Denver for the construction of a subway to be 
built jointly with other railway companies at’ West Alameda ave- 
nue; this work is to be finished next year. Property was bought 
in the city of Cheyenne, Wyo., to make a connection with the 
Chicago, Burlington & Quincy at Capital avenue, and the work 
has been finished. Property has been bought in Greeley, Colo., for 
the purpose of making a connection with the C., B. & Q., and ex- 
tending the yard room and facilities at that place. Because of 
the congestion of business between Pueblo and Walsenburg, 
between which places the C. & S. has joint facilities with the 
Denver & Rio Grande, an agreement was entered into with that 
company whereby each company should build a line for itself and 
enter into joint use of the two tracks as a double-track line 
between Southern Junction and Walsenburg Junction. Contracts 
have been let and the work, is now under way. It is expected to 
have this improvement finished before September, 1911. (See re- 
port of this company elsewhere in these columns.) 


DENVER SIDE CoNNECTING.—This company has applied for in- 
corporation with $10,000 capital and headquarters at East St. 
Louis, Ill. The plans call for a line from the southeastern limits 
of East St. Louis, between the right-of-way of the Southern 
Railway, State street, and the Illinois Central, to the Mississippi 
river. H. S. Kramer, R. P. Munger and A. W. Baltz are 
interested. 


Et Paso & SOUTHWESTERN.—This company will begin work in 
January, it is said, on a line to Phoenix, Ariz., and Yuma. The 
line is eventually to be extended west via Imperial, Cal., to San 
Diego. (July 1, p. 54.) 


GRAND TruNK Paciric.—According to press reports, the 
first section of 90 miles from the Pacific coast at Prince Rupert, 
B. C., east, will be opened for passenger and freight traffic 
before December 1. 





HAWKINSVILLE & EAstTern.—An officer writes that track laying 
is to be started in about two weeks from Hawkinsville, Ga., 
northwest via Grovania, and Perry to Fort Valley, about 40 
miles. Grading has been finished on about 14 miles. T. B. 
Ragan, president, Hawkinsville, and C. J. Chenworth, engineer. 


INDIANA Roaps.—The Commercial Club of Richmond, Ind., has 
taken action to encourage the building of traction lines north and 
south from that place, connecting important points now without 
railway communication. This includes the construction of lines 
reaching Connersville and Liberty and Hamilton, Ohio, on the 
south, and Winchester, Ind., Union City, Portland and Muncie 
on the north. 





INDIANAPOLIS & CINCINNATI TRACTIION.—John J. Appel, 
Indianapolis, Ind., as trustee for a committee, recently bought the 
property and franchises of this company. It is said that the new 
owners will build an extension from Connersville southeast to 
Cincinnati, Ohio. 
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Iron Mountain, St. Georce & GRAND Canyon.—According to 
press reports, surveys are being made from Beaver, Utah, south 
via Milford to Cedar City, and construction work is to be started 
as soon as the surveys are finished. The company was organized 
to build from Thermo, Beaver county, south to Cedar City and 
Kanarraville, thence southwest via St. George to the Santa Fé, in 
the Hualapai valley at or near Kingman, Ariz., about 240 miles, 
with a long branch below Kanarraville, southeast through an 
oil and timber section to the grand canyon of the Colorado 
river. Some short branches are also to be built from near Cedar 
City to coal fields and iron mines in Iron county, Utah. E. M. 
Burgess, Salt Lake City, is the engineer in charge. (April 1, 
p. 918.) 


JANESVILLE TrAcTION.—This company has been incorporated 
in Wisconsin with $125,000 capital, to build railways. The in- 
corporators include: T. Nolan, W. Murphy and J. L. Burke. 


KinpbeR & NorRTHWESTERN.—An officer writes that this com- 
pany has completed 10 miles of line from Kinder, La., to timber- 
lands. The line will carry farm products, naval stores and lum- 
ber products. A. J. Peavy, president, Shreveport, La. 


Los ANGELEs Paciric.—An extension is to be built from Holly- 
wood, Cal., to Van Nuys, at a cost of $500,000. 


MicHIGAN CENTRAL.—Work is said to be under way four- 
tracking the line from Calumet Park, IIl., south to Gibson, Ind. 
Large transfer yards are also to be added to the existing yards 
at Gibson. 


NATIONAL RatLtways or Mexico.—A contract is said to have 
been given to the Campania Bancaria, Mexico City, Mex., for 
building the connecting line from Penjamo, Guanajuato, on the 
Guadalajara division, south to Ajuno, Michoacan, 75 miles, and 
work is to be started at once. E. R. de Steigeur is in charge 
of the work. Thomas Williams is general manager of the con- 
struction department of. the Campania Bancaria. (Oct. 7, p. 
674. ) 

The narrow gage Acambara-Uruapan line is now being short- 
enend and widened, it is said. Bell & Semmes, Mexico City, 
are the contractors. It is expected to have the work finished by 
March, 1911. 


New York Roaps.—Calvin Tompkins, commissioner of docks 
and ferries of the city of New York has applied to the New 
York Public Service Commission, First district, for a certificate 
of public convenience and necessity to build a line along the 
water front in the borough of Brooklyn, from Fulton street, 
southerly to 69th street. The plans provide for the operation of 
railways in connection with the water front and warehouses. 
The first work to be carried out will be the construction of the 
two 1,200-ft. piers. 


New York, Cuicaco & St. Louts.—This company has work 
under way, it is said, building culverts to carry double-tracks on 
the section from Chicago to Fort Wayne, Ind., preparatory to 
double-tracking the line between these places. 


NorTHERN Paciric.—This company is said to have appropri- 
ated $250,000 to complete the double-track from Spokane, Wash., 
southwest to Wins, five miles. Work on this improvement is ex- 
pected to be finished during November. 


Outro, Kentucky & Vircinta.—Incorporated in Kentucky, with 
$100,000 capital, to build about 300 miles of line. The projected 
route is from Manchester, Ohio, on the north side of the Ohio 
river, southeast through eastern Kentucky to Morgan county. 
The incorporators include: W. H. Howe and F. S. Clarke, 
Brooklyn, N. Y.; W. Browning, B. R. Hutchusft, W. F. Down- 
ing, Lexington, Ky., and Thomas Atkinson, Middlesborough. 


Pecos VALLEY SOUTHERN.—According to press reports, track 
laying is now under way between Saragosa, Tex., and Balmorhea, 
and work is to be started at once on an extension from 
Balmorhea, south. The company was organized to build from 
Pecos, south via Saragosa and Balmorhea to the San Salmon. 
The first section of 30 miles was recently opened for traffic. 
L. W. Anderson, chief engineer, Pecos. (Aug. 19, p. 333.) 


PRAIRIE Farm & SoUTHWESTERN.—An officer writes that con- 
tracts have been let for building from Prairie Farm, Wis., south- 
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west to Emerald, about 22 miles. G. E. Scott, president and 
J. H. Thomas, Prairie Farm. (Oct. 7, p. 672.) 


Quesec Raitway, Licut, Heat & Power Co—This .com- 
pany, which operates lines in the city of Quebec, also a line to 
Montmorency Falls and St. Ann de Beaupre, on the north side 
of the St. Lawrence river, it is understood, is planning to build 
an extension from St. Joachim, down the north shore of the St. 
Lawrence river, to Murray bay. 


ROcKINGHAM RarLroap.—An officer writes that a contract has 
been given to H. M. Allport & Son, Richmond, Va., and work 
is now under way from Roberdell, N. C., southwest to Rocking- 
ham, thence southeast to Gibson, 22 miles. J. P. Leak, presi- 
dent, Rockingham. (June 14, p. 1141.) 


SAN JoaguiIn VALLEY ELectric.—This company is pushing con- 
struction work, it is said, on a line from Stockton, Cal., southeast 
to Modesto, about 30 miles. Grading has been finished to Ripon 
and bids were recently opened for putting up a 200-it. steel and 
concrete bridge over the Stanislaus river at Ripon. H. S. Ren- 
wick, president, New York, and M. L. Brackett, vice-president 
and general manager, Stockton, Cal. 


SoUTHERN Paciric oF Mexico.—The Mexican government has 
just granted this company a concession to construct a line between 
Guadalajara, Mexico, and Mexico City, about 325 miles. The 
line now under construction down the Pacific slope will con- 
nect with the Ameca line of the National Railways of Mexico 
at Orendain. A contract was entered into recently with the Na- 
tional Railways of Mexico by which the Southern Pacific will 
operate its trains into Guadalajara over the 25-mile stretch of 
road from Orendain. It is stated that the Southern Pacific’s pro- 
posed line will be built considerably to the south of the National 
Railways of Mexico's line and will be about 30 miies shorter 
than that company’s line from Guadalajara to Mexico City. It 
will give the Southern Pacific a through line between Mexico 
City and the Pacific coast region of the United States. It is 
announced that construction work on the Guadalajara-Mexico 
City line will be started within the next few months. Since the 
rdiny season ended the force of laborers. on the Pacific slope 
line has been increased. The line will soon be finished into 
Tepic. Work has been in progress for some time on the sec- 
tion running west from Orendain. The rugged Sierra Madre 
range must be crossed between Orendain and Tepic, that sec- 
tion of the work will be expensive. It will consist chiefly of tun- 
nels through the mountains and bridges across the deep barran- 
cas. When the work between the Santiago river and Tepic is 
finished, a large part of the construction forces from that section 
will be put to work on the line between Guadalajara and Mexico 


City. 


St. Louis, St. CHartes & NorTHERN TrActTion.—Incorporated 
in Missouri with $900,000 capital, to build from St. Charles, Mo., 
northwest to Laddonia, 70 miles, through the counties of St. 
Charles, Lincoln, Montgomery, Pike and Audrain. The incor- 
porators include: R. E. Race, D. S. Stokes, Mexico; R. M. 
Hendershot, C. Pearson, C. B. Duncan, H. A. Stone, C. F. But- 
ler, all of Middletown; W. J. Dunn, Silex, and H. E. Tige, 
Laddonia. 


Texas Roaps.—Edward Kennedy, Houston, Tex., is back of a 
project to build a line from Vidalia, La., southwest, across the 
Mississippi river to Houston, Tex. 


TIDEWATER & SouTHERN (Electric) —An officer writes that 
grading work was started November 1, on a line from Stockton, 
Cal., southeast via French Camp, Lathrop, Ripon and Modesto, to 
Turlock, with another line from French Camp, east via Atlanta 
to Escalon, and two connecting branches between the main lines. 
Track laying is to be started next month. It is expected to have 
the line finished to French Camp some time in December and to 
Escalon, 22 miles, by March 1, 1911. There will be one 200-ft. 
steel bridge and a 500-ft. trestle. J. H. Wallace, president, 
Stockton. (Nov. 4, p. 887.) 


YreEKA RarLroap.—An officer of this company, which operates 
an eight-mile line from Yreka, Cal., east to Montague, writes 
that plans are being made for building an extension from Yreka 
southwest via Fort Jones, Greenview and Etna Mills, 44 miles. 
There will be one short steel bridge, 10 trestles and one tunnel. 
The work will probably be started early in 1911. 
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Battimore & Ounto.—The circuit court of Franklin county, Ohio, 
has affirmed the decision of the lower court giving the state 
of Ohio title to a three-mile strip of land along the Ohio canal 
in Cleveland, now occupied by tracks of the B. & O., and 
claimed to be owned by the Cleveland Terminal & Valley, a 
subsidiary of the B. & O. The railways claimed that the land 
belonged to them, basing their claim on a grant by the Cleve- 
land city council, approved by the state legislature more than 
20 years ago. The case is to be appealed to the supreme court. 


Boston & Marne.—In its petition to the Massachusetts Railroad 
Commission for permission to issue $11,720,700 additional stock, 
the company says that the stock is to be sold at 110. 


CINCINNATI, Hamitton & Dayton.—Holders of the first 
mortgage 5 per cent. bonds of the Dayton & Michigan, due 
January 1, 1911, are to be offered the privilege of extending 
their bonds for 20 years on terms to be announced later. The 
bonds are guaranteed by the C. H. & D., and the present 
mortgage securing them is a first lien on the road from Day- 
ton, Ohio, to Toledo, 142 miles. This lien is to remain 
unimpaired. 


CINCINNATI, NEw Orteans & Texas Paciric.—This subsidiary 
of the Southern Railway has declared a dividend, for a period 
uut specified, of 2424 per cent. on the common stock, payable 
December 17 to stock of record December 10. This payment 
is made out of accumulated surplus. The company also de- 
clared the regular 1% per cent. quarterly dividend on the pre- 
ferred stock, payable December 1 to stock of record Novem- 
ber 26. This is paid out of accumulated income. 


Eureka & Pa.isaApE.—This road is to be sold at public auction 
on November 29. It is said that a new corporation has been 
organized to bid in the road and to operate it. The road runs 
from Palisade, Nev., to Eureka, 84 miles. 


INTEROCEANIC OF Mexico.—The directors have declared the full 
dividend of 4 per cent. on the dGutstanding £1,000,000 
($5,000,000) second preferred 4 per cent. stock. The only pre- 
vious dividends were 1 per cent. paid in December, 1909. 


Missourt, OKLAHOMA & GuLFr.—This company has secured track- 
age rights over the Texas & Pacific from Denison, Tex., to 
Sherman, 10% miles. Stockholders:of the Missouri, Oklahoma 
& Gulf Railway & Terminal, formed to build the M. O. & G. 
lines in Texas, are to vote January 3 on the question of making 
a mortgage to secure $1,000,000 first mortgage bonds. The 
mortgage will cover the line between Red river, Tex., and 
Denison, and the bridge over the Red river and any additional 
lines built in Texas. 


New York, New HAven & Hartrorp.—This company is to buy 
the franchises and equipment of the Milford & Woonsocket 
and the Milford, Franklin & Providence, both trolley roads. 
Both roads have been operated by the New Haven under lease, 
but direct ownership is now sought. 


SPARKS WESTERN.—The property of this company was sold on 
November 9 to representatives of the Georgia & Florida for a 
price said to be about $100,000. The road runs from Sparks, 
Ga., to Pineboro, 15 miles. 


St. Louis, BROWNSVILLE & MExico.—It is said that this company 
is to issue $4,000,000 bonds, the proceeds to be used for im- 
provements and for new equipment. 


St. Louts & San Francisco.—There were offered for sale in 
Paris on November 8, $5,000,000 New Orleans, Texas & Mexico 
division first mortgage 4%4 per cent. bonds at 92%. The bonds 
are in denominations of $100 (516 francs). The total author- 
ized issue of these bonds is $50,000,000, of which $10,000,000 
have been pledged to secure $8,000,000 3-year 5 per cent. notes. 
The bonds now offered are part of the $10,000,000 anounced 
some time ago as placed abroad. 


Torepo, St. Lours & WESTERN.—James Steuart MacKie has been 
elected a director, succeeding James N. Wallace, resigned. 
E. J. Berwind has been elected a member of the executive 
committee, succeeding Mr. Wallace. 
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The Brighton Car Company, Chicago, was declared bankrupt 
by Judge Kohlsatt in the United States Circuit Court on No- 
vember 10, and John N. Faithorn was appointed receiver. 


The Isthmian Canal Commission will receive bids until No- 
vember 25 for one Scotch marine boiler for the tug Bohio and 
also for 100 20-in. cast iron car wheels. (Circular No. 611-B.) 


The Safety Car Heating & Lighting Company’s office for 
the southeastern district at Washington, D. C., will be removed 
from the Home Life building to 506 Munsey building on 
November 15. 


W. J. Fauth, formerly treasurer of the W. K. Kenly Com- 
pany, Chicago, has severed his connection with that company 
and has opened an office at 310 Monadnock building, Chicago. 
Mr. Fauth will represent manufacturers of track and signal 
supplies. 


The Pawling & Harnischfeger Company, Milwaukee, Wis., 
announces the opening of a branch office in the Washington 
building, Portland, Ore. The office is in charge of R. K. Morse, 
who has been a member of the engineering staff in the Mil- 
waukee office. 


Burton W. Mudge & Co., of Chicago, who make the Gar- 
land car ventilator, have appointed J. L. Phillips manager of 
their electric railway department. Recognizing the importance 
or ventilation on electric railways, Mudge & Co. have organized 
a department devoted to it. 


The McKeen Motor Car Company, Omaha, Neb., has re- 
ceived orders for three additional gasolene motor cars. One 
of these, a 55-ft. car, is the second for the Woodstock & Syca- 
more Traction Company, and the other two, standard 70-ft. cars, 
are for the Denver, Laramie & Northwestern. 


The W. F. Bossert Manufacturing Company, Utica, N. Y., 
has recently furnished the entire equipment of Bossert improved 
switch point adjusters for the electro-pneumatic interlocking 
plant of the Erie terminal at Jersey City, N. J. The order was 
placed through the Union Switch & Signal Company, who had 
the contract for the installation of the interlocking apparatus. 


The Falls Hollow Staybolt Company, Cuyahoga Falls, Ohio, 
announces the appointment of Frank R. Goehler as its Chicago 
railway representative, with office at 1143 Marquette building 
Mr. Goehler was connected with the purchasing department of 
the Atchison, Topeka & Santa Fe for four years and also with 
the Buda Company as factory business manager at its Harvey, 
Ill., works. 


John I. Beggs, president of the Milwaukee Electric Railway 
& Light Company and interested in several other public service 
corporations, has been elected president and general manager of 
the St. Louis Car Company, of St. Louis, Mo., for the purpose 
of reorganizing the concern and placing it on a paying basis. 
The plan of reorganization provides that Mr. Beggs, David May, 
Moses Schoenberg and associates are to put $850,000 into the 
corporation for which they are to receive seven per cent. cumula- 
tive preferred stock at par. The creditors are to take seven per 
cent. cumulative preferred stock in payment of their claims 


William G. Pearce, for some time vice-president and general 
manager of the Griffin Wheel Company of Chicago, having ac- 
juired an interest in the American Brake Shoe & Foundry Com- 
pany, will on January 1, 1911, become associated with the latter 
concern as vice-president, with headquarters in New York. Mr. 
Pearce is well known in the railway supply world, having 
served for a number of years as auditor of disbursements, gen- 
cral purchasing agent, assistant to the president, and general 
manager of the Northern Pacific, until his resignation from the 
satter position in 1902, when he became vice-president of the 
Griffin Wheel Company. It is stated that Mr. Pearce will retain 
his considerable financial interest in the Griffin Wheel Company 
and continue as a member of its board of directors. 


Supply Crade Section. 


The American Rolling Mill Company of Middletown, Ohio, 
has completed a splendidly equipped research laboratory costing 
approximately $40,000. Every appliance that will aid them in 
chemical and electrical development work has been included in 


-the equipment. The company has recently secured the co- 


operation of Dr. Allerton S. Cushman, late of the office of good 
roads, Department of Agriculture, Washington, D. C. Dr. 
Cushman is establishing an institute in Washington for scientific 
research work along several lines. The American Rolling Mill 
Company has been fortunate to secure the result of his future 
individual research work that applies to every branch of the 
iron and steel business in which it is interested. Under the ar- 
rangement that has been effected Dr. Cushman will also give 
the work of its research laboratory personal supervision and 
direction. 


Samuel Addison Megeath, vice-president and general man- 
ager of the Galena-Signal Oil Company, Franklin, Pa., has been 
elected president and 
general manager, suc- 
ceeding General Charles 
Miller, who becomes 
chairman of the board, 
succeeding J. C. Sibley, 
resigned on account of 
ill health Mr. Megeath 
was born in Omaha, 
Neb., in 1869, soon after 
his parents had gone 
there from Virginia. 
After a college educa- 
tion he went into the 
stationery business. In 
1895 he went to the 
Galena-Signal Oil Com- 
pany and became vice- 
president, resigning from 
that office in March, 
1907, to take charge of 
the foreign department 
of the company. On 
January 27, 1909, he was 
elected vice-president 
and general manager, holding that office until his recent election 
as president. L. J. Drake, second vice-president, has been 
elected first vice-president, succeeding Mr. Megeath, and C. C. 
Steinbrenner, vice-president, has been elected second vice-presi- 
dent, succeeding Mr. Drake. 


President William V. Kelley of the American Steel Foundries 
Company, in his annual report to the stockholders for the year 
ending July 31, 1910, says: “The gross sales for the year were 
$17,173,740 and the gross earnings from operation of plants and 
other income after deducting manufacturing, selling, administra- 
tion, head and district office expenses and management commis- 
sions, were $1,896,072. The net income of $1,030,220 applicable 
to surplus shown in the balance sheet is the remainder after de- 
ducting all interest and other charges, including $1,199,983 for 
repairs and maintenance and $355,693 for depreciation of fixed 
properties and also after appropriating $162,570 for the sinking 
fund of the company’s first mortgage bonds as required by the 
terms of the indenture securing them. The sinking fund appro- 
priation, while properly charged against income, is in reality a 
setting aside of profits for liquidating the bonded debt, and the 
retirement of bonds from the fund benefits stockholders by in- 
creasing the value of the company’s property. Since the close 
of the fiscal year shipments and earnings have been satisfactory, 
but orders on hand have shown a steady decrease from month to 
month for several months and there is as yet no definite better- 
ment in sight, although there is a decided change in sentiment 
and the opinion seems to be that better business conditions will 
prevail within a short time.” 





S. A. Megeath. 
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The Western Electric Company’s fiscal year ends with the cur- 
rent month, but the company’s report will probably cover thirteen 
months in order to make the fiscal year hereafter correspond 
with the calendar year. October returns, gross, were 40 per 
cent. larger than last October, and the twelve months, ending 
with this November, will show gross sales of somewhat over 
$61,000,000. In comparing this showing with the $69,000,000 
gross sales for 1906, which set the high record, it is of interest 
to note that this year a large business was done with customers 
outside the Bell system. This means that a much larger num- 
ber of orders was handled, the average amount per order be- 
ing less than one-half the average amount involved per order 
in 1906, resulting in an increase of operating expense per order. 
Taking into consideration the smaller margin of profit which has 
prevailed this year, with the increase mentioned in operating 
expenses, make it apparent that the ratio of net profits this year 
will be smaller than for 1906. Speaking of the improved showing 
which this year will show over last an officer of the company 
said: “The increase in the business is well distributed over 
the various classes of merchandise that the company handles and 
well distributed throughout the eighteen houses which represent 
the company in the United States. In telephone apparatus and 
cable business the increase has been gratifying and new uses to 
which the telephone is being put in connection with forest fire 
protection, railroad train despatching, in the household and in the 
factory are constantly adding to the demands upon the company 
for an increased output.” 


RAILWAY STRUCTURES. 


Bay City, Trex.—According to press reports, the Railroad 
Commission of Texas will issue an order requiring the St. Louis, 
Brownsville & Mexico to repair at once the bridge across the 
Colorado river, between Bay City and Buckeye, Matagorda 
county. 


BristoL, Pa.—The Pennsylvania Railroad will build a station 
on Prospect street, near Beaver Dam road, on the change of 
line which has just been made through Bristol. The improve- 
ments to be carried out include the elimination of a number of 
grade crossings. it is expected to have the work finished by 
July, 1911. 


GosHEN Junction, Cat.—The Southern Pacific is putting up 
a new roundhouse and making extensions to the yard at Goshen 
Junction. 


Hammonp, Inp.—The Chicago, Indianapolis & Louisville is re- 
ported to have decided to build a passenger station to cost $50,000. 


MontTrEAL, Que.—An officer of the Grand Trunk writes 
regarding the new terminal at Montreal, that the question of 
constructing new terminals and elevated tracks has been under 
consideration for two or three years.. Nothing definite has yet 
been decided in regard to carrying out the improvements. 

PASADENA, Cat.—The San Pedro, Los Angeles & Salt Lake 
has finished a new station at Pasadena. The improvements cost 
$15,000. 

Uran Junction, Coto.—The Denver, Laramie & North- 
western is building a four-stall roundhouse and will also put up 
a repair shop. 


FOREIGN RAILWAY NOTES. 





Two great North American syndicates are in negotiation with 
the Government of Uruguay for constructing several long- 
distance railways of importance to the commercial relations of 
the republic with Argentina, through the city of Salto, linking 
up and with Brazil on the Rio Grande frontier. Sefior O’Brien, 
the representative of these syndicates, recently visited Rio 
Grande do Sul to confer with Dr. Carlos Barbosa in reference 
to the projected junction of the Uruguay and Brazilian railway 
systems. 

French investments in Brazil are estimated to amount to 


$500,000,000, most of which has gone into the building of rail- 
ways. docks and public works of various kinds. 
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Late News. 


The items in this column were received after the classified 
departments were closed. 


Contracts are to be let in January, 1911, by the Kansas & 
Missouri, to build from Fort Scott, Kan., south via Arcadia, 
Coalvale, Gross, Mulberry, Fuller, Nelson and Frontenac, to 
Pittsburgh, about 35 miles. Col. L. H. Phillips, president, 610 
Broadway, Kansas City, Mo. 


A. P. Prendergast, master mechanic of the Baltimore & Ohio 
at the Mount Clare shops, Baltimore, Md., has been appointed 
superintendent of motive power of the Baltimore & Ohio South- 
western, with office at Cincinnati, Ohio, succeeding John Hair, 
resigned. 


The railway commission committee of the West Virginia board 
of trade has met and drafted a bill to be presented to the Legis- 
lature, providing for the creation of a state railway commission 
and containing other provisions relative to the regulation of 
railways. 


The Southern Facific and the Atchison, Topeka & Santa Fe, 
with twenty other companies have petitioned Judge Morrow of 
the United States Circuit Court for an injunction restraining the 
Interstate Commerce Commission from carrying out its order 
to cut commodities’ rates. The rates are to go into effect on 
November 24. They were established after two years’ investi- 
gation and were announced in the new class rate schedule on 


June 6. 


An officer of the Stateline & Southern writes that the plans 
call for building from the Pennsylvania-West Virginia state line, 
following the west side of the Monongahela river, via Jimtown, 
W. Va., Granville, West Morgantown and Lowesville, to a point 
near Rivesville, in Marion county, 32 miles. The work is to be 
carried out under the name of the Buckhannon & Northern. It 
has not yet been decided when contracts will be let for the work. 
J. Wood, president, Pittsburgh, Pa., and S. D. Brady; chief en- 
gineer, Morgantown, W. Va. 


The Kansas City, Mexico & Orient has contracted for 8,000 
tons of rails with the United States Steel Corporation. The 
corporation will also roll 15,000 tons for the Norfolk & Western. 
The Louisville & Nashville has contracted for 29,600 tous with 
the Tennessee Coal & Iron Company. The Carnegie company 
will roll 5,700 tons for the A. De Mayo Co. It is under- 
stood that the Lehigh Valley will place an order soon for 20,000 
tons, and that the Interborough has placed an order with the 
Lackawanna Steel Company for 5,000 tons of rails for third rail 
purposes. 


Commissioner Harlan, representing the Interstate Commerce 
Commission, held a hearing Wednesday at New York relative to 
complaints filed by commuters between New Jersey and 
New York. James R. Wood, passenger traffic manager for the 
Pennsylvania Railroad, submitted a table showing that fifty-trip 
commutation tickets are sold on every division of the Pennsyl- 
vania lines, with the exception of the New Jersey division, on the 
basis of 2 cents per mile. In the New Jersey zone this basis 
is much lower. From New Brunswick it is 1.73 cents per mile. 
The advance made in the fare from New Brunswick amounted to 
only 0.8 mills per mile. 


The Appeliate Division of the New York Supreme Court has 
handed down a decision in the case of the Delaware & Hudson 
against the Public Service Commission upholding the commission. 
The commission in June, 1910, made an order on the complaint 
of the Business Men’s Association of Ticonderoga reducing the 
fare between Ticonderoga station and Ticonderoga village from 
25 cents to 15 cents. The Delaware & Hudson sued out a war- 
rant. The position taken by the company was that the commis- 
sion could not alter a rate fixed by statute. It is the first instance 
in which the commission has sought to exercise its jurisdiction 
to lower a rate originally fixed by an act of the Legislature. The 
rate in question was fixed by an act of the Legislature when it 
granted the charter to build the road. 
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NoveMBER 18, 1910. 


Equipment and Supplies. 


LOCOMOTIVE BUILDING. 





The Louisiana & Arkansas has ordered two American type 
locomotives from the Baldwin Locomotive Works. 

The Kansas City Terminal has ordered 10 six-wheel switch- 
ing locomotives from the Baldwin Locomotive Works. 

The Pittsburg, Shawmut & Northern has ordered four con- 
solidation locomotives from the Baldwin Locomotive Works. 


The Central Railway of Brazil has ordered four consolidation 
locomotives from the American Locomotive Company. They 
will have 17 x 20 in. cylinders, 37-in. driving wheels, and will 
weigh about 93,000 Ibs. 

The Chicago & Western Indiana has ordered ten 0-8-0 switch- 
ing locomotives from the Lima Locomotive & Machine Com- 
The engines will have the following dimensions: 


pany. 
VIRIONS OU ENE oo i554 sd CS Sei eee aes 202,300 Ibs. 
I cia 6 ss5 W sins Werke CRE ROE ROTORS 202,300 Ibs. 
MRE A CVAITGORG? 6.6 6rd 5:0:6reie e850 d. 056 4 056 o8ies 8-slgrerere 24 in. 
PRR RON die od'a-dix.5 5 .050-0'v- va Raw Swe Waa eels ree eS 28 in. 
SDAIN SR) TIRRUOTS © Scores 6 0-04 ats 4h ais Noa soe ae ee nace 57 in. 
ME OE) WALES cisisiacores saw sie ereaherentuee Extended wagon — 
WOTKINE BUCA  DTOBBULE: 6.666 o ksisie eden cies eee eeines 
Firebox, length and width........... 108%in., and 60% oe 
Tank capacity for water .....66.6ssercsccssesss 7,600 gals. 
MENSANO. 505561 6 Gea a're, aver na NGN TNE Ww sel ale Wilee wisieteie as aroveun 14 tons 
MIE Mo 96 so 80 66s 5 heels Rulers aateueewe.s' 15 ft. 6 in. 
Special Equipment 
BRAN STORE ay sora dara vig rais sus Weecana re tote die aise « faaua aaa sR Golmar 
DMR iio ic cs a's dk sicsalaie eran a wieetas Ss Seaieene Westinghouse 
RENN 8 oars aig dale to ovaia ai! apie 0) Asay RGR e 41g "Gre eid ote SISO Bere aron 
LO) a Pen at ee ere a aera tos een a ee Ohio 
a WRMEINGG v5.5.0 cals aeeceNana Coenen Sens Hewitt 
iston and valve-rod packings............ L. & K. Metallic 
a TI te ag ate coca aavehaui@la alee vere rosby 
PSR CaaN a ROO 555 09s ris aevieavatalate acoweraie wise 'elacd otare Leach 
ne CURE SCAU 6 555155555 aida sia eal din tre drsle @eaaaeres Ohio 
SA MSERNS MEM Oa Gg or sl'n 5 as 670 wa 12 fore Gia Gils dale Solin oiscaly & alates! oie Simplex 
BEANS peo yislees 4 sles eleih's ois sien ia'winie'e Tate flexible staybolts 
sa Aca ene an Wr peg meee er yaa thn. one iene Inter so ne 
RN rae Aaa Ss 570 SW va cove oras Saar w a Te wiel CRIS aa Se ee 
PPP SORE Sure dinceia seis @ sos Fes bara u ee eae Moe ews Cardwell Mage 


CAR BUILDING. 


The Kansas City Southern is reported in the market for new 
freight equipment. This report is unconfirmed. 

The Pennsylvania Lines West are reported to have or- 
dered 120 steel underframe box cars, 20 gondolas and 10 flat 
cars from the Pressed Steel Car Company. 

The Alton, Jacksonville & Peoria (electric) is taking prices 
on six motor cars. H. A. Strauss, vice-president Falkman Con- 
struction Company, Chicago, is receiving the bids. 

The New York Central & Hudson River is reported to have 
ordered 1,000 cars for fast freight service from the Merchants’ 
Despatch Company. A large percentage of these cars will be of 
the refrigerator type. 





IRON AND STEEL. 


The Delaware, Lackawanna & Wester nm is in the market for 
10,000 tons of rails. 


General Conditions in Steel—The Wall Street Journal, in 
commenting on the rail output in this country for 1911, estimates 
that under normal conditions the renewals will amount to at least 
2,250,000 tons, new construction 504,000 tons and export 370,000 
tons, or a total of 3,124,000 tons. In 1908 the output was only 
1,920,000, and in 1909 3,062,000 tons. In view of the fact that 
production in 1905, 1906 and 1907 averaged more than 3,650,000 
tons a year, it is evident that the railways have been economizing 
for three years past, and if figures have any significance, are 
more in need of rails at the present time than at any previous 
period in years. John W. Gates, before leaving on a Western 
trip, is reported to have said: “There is every reason to believe 
that the steel industry will harden from now on. We do not ex- 
pect any pronounced improvement in new business before Feb- 
ruary of next year. Conditions still strengthen generally, and 
in the meantime the steel companies will do a fair business. 
They are all making money on a basis of present operations, and 
if this can be kept up until the spring improvement sets in 
manufacturers will be satisfied. The conditions of the country 
do not warrant a gloomy view of the future. Our crops are the 


largest i in history ; money is getting easier, and the banks will be 
The ex- 


in a position to strengthen themselves from now on. 
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port movement is regulating itself, and the country is in less 
danger of legislation that has heretofore tended to disturb 
the business interests of the country. Next year should be one 
of the best business years the country has ever experienced.” 


Gasketless Flange Unions. 

In making pipe connections much time may be saved when 
using a flange coupling if there is no gasket to be cut and fitted, 
and if no drifting is necessary to bring the belt holes in line. 
These two features distinguish the Jefferson flange union shown 
in the illustration. A joint may also be made with the pipes out 
of alinement—another time saver—and such joints will be 
absolutely tight, as the seat is spherical and ground to a perfect 
fit. Another advantage of the spherically ground seat is that 
as the union is drawn up the pressure on the seat always acts in 
such a way that there is no tendency to warp or twist the parts 
of the union out of shape. The construction of the brass-to-iron 
seat is interesting. In the concave face of one member a channel 
is cut in which is embedded a ring of drawn brass tubing which 
projects slightly above the iron. The channel is so placed that 
there is a projecting lip of iron (patented) between the brass 
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Jefferson Gasketless Flange Union. 


ring and the inside wall of the union. This lip serves two 
purposes—it diffuses the heat into the body of the fitting, thus 
preventing undue heating of the brass ring, and it prevents the 
fluid in the pipe from coming in direct contact with the brass 
seat. Furthermore, should the pipe be screwed in too far it 
will prevent any injury to the seat of the joint. 

The brass ring fits tightly in the channel, being virtually one 
piece with the iron. The amount of brass, however, is so small 
that there is practically no difference in the expansion of the 
two metals. The brass-to-iron seat may be disconnected and 
connected a great number of times without injury. The absence 
of packing does away with the old blow-out trouble; the style of 
union shown successfully holds pressures up to 300 pounds. For 
pressures above this two heavier fittings, known as the heavy 
weight union and the extra heavy weight union are made. 
These are heavily bolted and guaranteed to-stand a working 
pressure of 3,000 pounds per square inch. All styles are made of 
malleable iron. The loose collar has a machined wedge-shaped 
surface which comes in contact with a similar surface on one 
member of the union so that the tighter the union is drawn up 
the more closely the collar will fit. The advantage of this loose 
collar is the ease with which the bolt holes may be brought into 
line and the union be bolted up. The two end members are 
hexagonal in shape and are easily grasped with any kind of 
wrench. These unions are manufactured by the Jefferson Union 
Co., of Lexington, Mass. 
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ANNUAL REPORT 


COLORADO & SOUTHERN RAILWAY COMPANY—ELEVENTH ANNUAL REPORT. 


Denver, Coro., July ist, 1910. 
Mr. D. MILLER, 
President, 
Chicago, Ill. 

Dear Sir:—I herewith submit the report for the fiscal year ended June 
30, 1910, which report combines the operations and affairs of the lines 
operated by the companies named, and which are herein designated as the 
“Colorado & Southern Lines”: 


REVENUES AND Expenses OF ALL _Roaps CoMprisINc THE CoLorapo & 
SouTHERN Lines For YEARS ENpED JuNE 30TH. 











1910 OPERATING REVENUES. 1909 
$12,040,828.39..........cse00. ES $10,600,743.01 
SI 6 ce csennecsusa POE. 2% dba seb en aes 3,756,694.54 
ly): a _ a se 169,460.84 
ef er re PE Kus cGcnna beans s 266,644.76 
S24 DOD.BB. 2 osccced Other Operating Revenuces......... _ 286,869.02 
ie, |). rs OU ssswds inbsunsauet $15,080,412.17 

OPERATING EXPENSES. 
$ 2,188,644.76....Maintenance of Way ard Structures.... $ 2,162,560.10 
Rig: 3 ee Maintenance of Equipment........ 2,447,906.42 
SL FS PEGE PRMOROOS, isco ace ccnws 277 ,663.7¢ 
ky ky, be ‘lransportation Expenses......... 4,811,851.02 
YY - X | Se »General Expenses. ............ 525,706.28 
TS eter re ees ee eee $10,225,687.61 
BS DOIG Seb 7 Bs nvsise ces Net Operating Revenue.......... $ 4,854,724.56 
NET DEFICIT FROM OUTSIDE OPERATIONS. 
Lae a eee rr REE ce cucuseeessokeow Dr. $ 2,406.39 
Dr. J eee oe Se oo a ee Dr. 21.89 
IM, JEP OR SEs Keencrvconsere eo ee re Dr. 4,706.71 
ae 0 eee ers SP ee er Dr. $ 7,134.90 
yf eer yi fe: Be 393,906.76 
S SAIA SEE Bees ss 000s0ns Operating Income............ $ 4,453,682.90 
Rents Balance, Income from _ Securities 
237,367.75 owned, Other Income and Interest....... 466,701.78 
pe ssh hs rr Gross Corporate Income.......... $ 4,920,384.68 
DEDUCTIONS FROM GROSS CORPORATE INCOME. 
Interest (on Bonds, Deferred Rentals and 
$ 2,665,098.79 Equipment Leases) .........ccccccccecee $ 2,683,682.13 
ln | es ee ON ee ee 37,843.38 
Be ee Pte TIOGMIORS ss soso seicens $ 2,721,525.51 
Pk ESS See Net Corporate Income.......... $ 2,198,859.17 
DIVIDENDS. 

$ 340,000.00....... 4% First Preferred Stock 4%....... $ 340,000.00 
340,000.00...... 4% Second Preferred Stock 4%...... 340,000.00 
3 ees 2% Common Stock 2%.......+-- 620,000.00 
$ 1,300,000.00 $ 1,300,000.00 
DS RPI SRSL EPs kbsscewsascesve ee ee eee $ 898,859.17 


The Colorado & Southern Railway Company owns a beneficial interest in 
one-half of the total Capital Stock of The Colorado Midland Railway Com- 
any and also owns one-half of the Capital Stock of The Trinity & Brazos 
Jalley Railway Company. ‘The results of the operations of those proper- 
ties for the years ended June 30th are: 


1910 1909 
$ 132,293.19 (Deficit) The Colo. Midland Ry. Co. (Deficit) $ 47,086.74 
Lhe Trinity & Brazos Valley Ry. Co 





933,436.01 (Deficit) (Deficit) 902,023.85 
$ 1,065,729.20 (Deficit)......... 0 Oe. (Deficit) $ 949,110.59 


Deducting one-half of this deficit from the surplus of the Colorado & 
Southern Lines, the result is: 


$1,118,768.68 (Surplus) Colorado & Southern System (Surplus) $424,303.88 
The percentage of Operating Revenues required for Operating Expenses 


was 64.75% as compared with 67.81% in the previous year, and the propor- 
tion of Income required for Interest was 50.55% as compared with 54.54% 


in the previous year. 
BOND ISSUES. 


During the year Refunding and Extension Mortgage bonds of The Colo- 
rado & Southern Railway Company were issued to cover expenditures for: 


Redemption of First Mortgage Bonds of The Colorado Springs 


& Cripple Creek District Railway Company ..............+- $ 68,000.00 

Redemption of Second Mortgage Bonds of The Colorado 
Springs & Cripple Creek District Railway Company......... 194,000.00 
Securities of Stamford & Northwestern Railway Company .... 1,645,738.24 
Securities of Fort Worth & Denver City Railway Company.... 8,059.41 
$1,915,797.65 


From proceeds of the sale of securities pledged with the trustee, Refund- 
ing and Extension Mortgage bonds of the face value of $83,000.00 were 
redeemed and cancelled. 

On June 20, 1910, the sale of $3,000,000.00 face amount of Refunding 
and Extension Mortgage bonds from the Company’s treasury was author- 
ized. These bonds were delivered and paid for, $1,000,000.00 in June and 
$2,000,000.00 in July, 1910; the proceeds reimbursed the treasury for ex- 
penditures theretofore made for improvements and new lines. 


THE TRINITY & BRAZOS VALLEY RAILWAY. 


During the year the deficit from operations was made up equally by The 
Chicago, Rock Island & Pacific Railway Company and The Colorado & 


Southern Railway Company. Advances were also made to take care of 
needed improvements and installments on leased equipment. Construction 
of the new passenger terminals at Houston has progressed and will be com- 
pleted within a few months. 


1HE DENVER & INTERURBAN RAILROAD. 


There was nothing done on The Denver & Interurban Railroad over and 
beyond the building of .95 mile of track in the City of Fort Collins to 
comply with the franchise given by that city. 


THE STAMFORD & NORTHWESTERN RAILWAY. 


Mention was made last year of the construction of the Stamford & 
Northwestern Railway, which was begun in January, 1909. On September 
15th, 1909, operations from Stamford to Jayton were begun, and on October 
25th, 1909, the road was completed from Jayton to Spur, making a total 
mileage operated, Stamford to Spur, of 82.5 miles. 


IMPROVEMENT WORK. 


Reference was made last year to the program adopted of substituting per- 
manent bridges for wooden ones, and that same program has been carried 
out during the year. The excess cost of such new structures over the cost 
of replacing in kind the existing ones has been charged to “Additions and 
Betterments” and amounted to $86,518.82 on the Colorado & Southern Rail- 
way and $85,735.35 on the Fort Worth & Denver City Railway. 

On the Fort Worth & Denver City Railway the work of ballasting was 
continued during the year. There were expended $228,589.60, representing 
60.05 miles of rock ballast and 1.31 miles of gravel ballast, or 61.36 miles. 
This panes up to June 30th, 1910, 362.67 miles ballasted with rock and 
gravel. 

On the Colorado & Southern Railway, on the Platte Canon District, 
13.74 miles and on the Gunnison District 6.36 miles of 56-pound steel were 
laid, replacing 40-pound steel, and there were 21 miles of new 85-pound 
steel laid, replacing 65-pound steel, on the Fort Collins District, namely, 
between mile-post 44 and mile-post 51 and between mile-post 60 and mile- 
post 74. On the Fort Worth & Denver City Railway there were 18.58 miles 
of 85-pound steel laid between mile-post 120.74 and mile-post 139.32. The 
ditference between the value of the steel laid and the steel released was 
charged to “Additions and Betterments,” and appears in statement on 
page 16. 

By agreement with the City of Denver, by which certain streets were 
abandoned, it was arranged that the railway companies whose tracks 
crossed Iwentieth Street, should contribute to a viaduct, the proportion to 
be -paid by each road being based on the amount of abutting property 
owned. The Colorado & Southern Railway Company’s proportion was esti- 
mated to be $165,000.00. Last year The Colorado & Southern Railway 
Company paid $23,447.54 and this year $50,675.80. The viaduct will 
probably be completed during the ensuing year. 

By agreement also with the City of Denver, a subway at West Alameda 
Avenue was arranged for, The Colorado & Southern Railway Company’s 
proportion being $25,000.00. In the past fiscal year The Colorado & South- 
ern Railway Company paid $2,811.24 toward the construction of this sub- 
way. The subway will be completed during the ensuing year. 

In July, 1909, arrangements were made with the City of Cheyenne 
whereby a franchise was granted across certain streets in order that the 
Colorado & Southern Railway might make a connection with the Chicago, 
Burlington & Quincy Railroad at Capitol Avenue. Property was bought 
along the alley between Fifteenth and Sixteenth Streets from Capitol 
Avenue to a connection with The Colorado & Southern Railway Company’s 
track, the cost of which amounted to $196,421.33, and a track is now being 
laid on the property so purchased, and in August of this year connection 
was made with the Chicago, Burlington & Quincy Railroad. In Greeley 
The Colorado & Southern Railway Company purchased property to the 
amount of $100,120.60 for the purpose of making connection with the 
Chicago, Burlington & Quincy Railroad and also for extending yard room 
and facilities at that point. 

Because of the congestion of business between Pueblo and Walsenburg, 
between which points the Colorado & Southern Railway has joint facilities 
with the Denver & Rio Grande Railroad, The Colorado & Southern Rail- 
way Company, through The Colorado Railroad Company, entered into an 
agreement with The Denver & Rio Grande Railroad Company on May 
14th, whereby each company should build a line for itself and enter into 
joint use of the two tracks as a double line of railroad between Southern 
Junction and Walsenburg Junction. Contracts were let for the building of 
the lines and work is progressing as rapidly as possible. ‘lhis double 
track will not be completed before September, 1911, but it is hoped that 
portions of such track may be so built that they may be used at a much 
earlier date. ; 


NEW EQUIPMENT. 

The increased amount of business on the Colorado & Southern I.ines 
called for the following order of equipment: 
The Colorado & Southern Railway: 

5 S. G. Switching Locomotives for deliver October, 1910. 

5 S. G. Mikado ‘lype Freight Locomotives for delivery December, 1910. 

5 S. G. Pacific Type Passenger Locomotives for delivery December, 1910. 

1 Dining Car for delivery September, 1910. 

500 Dump Gondola Cars (all steel) for delivery October, 1910. 

300 Box Cars for delivery June, 1910. 

250 Dumping Stock Cars for delivery September, 1910. 
Fort Worth & Denver City Railway: 

2 S. G. Switching Locomotives for delivery October, 1910. 

5 Pacific Type Passenger Locomotives for delivery December, 1910. 

4 Baggage Cars for delivery November, 1910 

200 Stock Cars for delivery June, 1910. 

Deliveries of the above equipment commenced in June, 1910, and have 
continued since that date. 

In addition there are being built at the shops of the Colorado & Southern 
Railway in Denver: 

125 N. G. Box Cars. 

50 N. G. Stock Cars. 

15 S. G. Caboose Cars. 

50 N. G. Coal Cars. 

The construction of these cars is nearly completed at this time. 

All of this equipment is to be paid for in cash out of funds derived from 
the sale of Refunding and Extension Mortgage bonds. 

Respectfully submitted, 
A. D. PARKER, 


Vice-President. 
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